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Cautious Views on Nationalisation 


aes public enthusiasm for nationalisation by the 
cordiality with which it views the undertakings already 
nationalised, it cannot be said that there is a general 
demand for further applications of the principle. Except 
in fairly narrow circles, these industries continue to be 
judged by the results they produce, without an unearned 
bonus in their favour. This is how it was with transport 
before 1948, and since then the railways have neither 
wished it to be otherwise nor tried to draw on a balance 
of goodwill before it has been created by solid achieve- 
ment. There is an evident understanding of this public 
attitude in the interim report on public ownership of basic 
industries drafted by the General Council of the Trades 
Union Congress for submission to the annual congress at 
Blackpool next month, a task laid upon it last year. Beyond 
water supply and gradual extension of public ownership 
of land, no definite proposals for future nationalisation are 
made and the report concludes that it would not be true 
to say today that public opinion is strongly in favour of 
the transfer of further industries to public ownership. It 
it to be hoped that this observation will be interpreted by 
the Congress as reflecting a strong disinclination among 
the public to see industries whipped in and out of public 
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ownership with changes of Government. Another remark 
that deserves to be pondered, and would have seemed 
equally startling, coming whence it does, a few years ago, 
is that nationalisation cannot open the door to unlimited 
wage improvements. In the field of general engineering, 
the report shows interest in the possibilities of development 
councils for the railway equipment and machine tool in- 
dustries, which it will discuss with the unions concerned. 
The report is considerably more cautious and realistic 
than the Labour party’s statement, “ Challenge to Britain ”, 
which advocated nationalisation of “a number of key 
machine tool firms” and re-nationalisation of the steel 
industry and of such road haulage units “as are necessary 
for a co-ordinated transport system”. It gives hope for 
the prevalence of wiser counsels in future than those which 
lay behind the sweeping nationalisation proposals of 1945 
and the succeeding years. The recommendation that such 
proposals in future must not only be sound in themselves 
but capable of attracting wide public support will, if 
adopted, put an end to the less realistic schemes. 


British Road Services Board of Management 


THE first step in the reorganisation of nationalised trans- 

port consequent on the abolition on September 30 of 
all the Executives except London Transport, is the replace- 
ment of the Road Haulage Executive on October 1 by a 
Board of Management for British Road Services. Major- 
General G. N. Russell, Chairman of the Road Haulage 
Executive, will preside over the new board, which will 
include as full-time members two present Members and 
the Secretary of the present Executive. Some details are 
given on another page. As its whole-time members are 
to have particular responsibilities, it is hard to see how 
the new Board will differ from the Executive it succeeds. 
The selection of road haulage as the first carrying activity 
to have a controlling body to replace its Executive prob- 
ably is the result of the necessity for uninterrupted general 
management during the disposal under the new Act of the 
assets of British Road Services. The appointment of the 
Board otherwise seems to be little more than lip service 
to the principle of abolishing the Executives advocated by 
the Commission. Similar steps might be taken with the 
Docks & Inland Waterways and Hotels Executives, though 
a much more radical change of management is needed for 
British Railways. 


Further Loan for East African Railways 


HE East African High Commission is raising a further 
loan for the development of railways and harbours. 
Of an issue of £5,709,000, £959,000 already has been taken 
up on behalf of Colonial Government Funds and £250,000 
is reserved for subscription in East Africa. The remain- 
ing £4,500,000, 4 per cent stock, is offered for subscription 
in this country at £95 per cent. An earlier announcement 
this year forecast an increase in East African Railways & 
Harbours commitments, and stated that of the £60,000,000 
loan ceiling authorised by the Government, less than 
£20,000,000 had been raised and there was concern over 
the possibility of that figure being increased in the near 
future. This concern was substantiated by the report that 
rapid post-war development of the territories served and a 
corresponding demand on transport had made existing 
railway and harbour facilities inadequate. Present indica- 
tions, however, are not only that the anticipated increase 
in railway traffic is not taking place, but that traffic has 
declined compared with last year. Railway revenue for 
June at £1,005,628 is some £18,500 down on June, 1952; 
for the first six months of this year receipts at £6,144,000 
show a decrease of £336,000 on the estimated figure. 


Drought and Civil Unrest 


F°® June, in which month passenger journeys and ton- 

nage hauled were less than a year before, some £9,000 
of the £18,500 drop in revenue is attributable to a recession 
in third class passenger traffic, and £7,500 to a decline in 
goods and livestock traffic. The main reasons for these 
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decreases are restriction of movement of the Kikuyu tribe, 
under the present emergency regulations, and a shortage 
of ready cash generally, due to drought conditions. A 
further £1,500 decrease is attributed to the uneconomic 
movement of famine relief foodstuffs, the transport of 
which has been given priority. The recession over the first 
half of the current year also is the result of the present 
emergency and drought throughout East Africa, and the 
phasing of cargoes through Mombasa. The revenue from 
harbours, moreover, showed some slight diminution 
compared with the first six months of last year. 


Railway Development in Rhodesia 


| i the past six years £25,000,000 has been spent by the 

Rhodesia Railways on developments to deal with in- 
creasing transport requirements; and it is estimated that a 
further £27,000,000 will be spent by March, 1956, on a 
system serving a population of only 4,000,000. This and 
other facts are given in a fully illustrated booklet recently 
issued to the public by Rhodesia Railways. The number 
of steam locomotives in service has increased 43 per cent 
since 1947, and includes a large number of Beyer-Garratts, 
and the wagon stock has risen by 87 per cent; still on order 
or in process of delivery are 61 steam locomotives, 23 diesels 
and 1,389 wagons. The first batch of 23 diesels is expected 
from the United Kingdom in mid-1954. Construction of the 
first ten locomotives to be fabricated in Rhodesia is stated 
to be in hand. Mention is made of the introduction and 
recent further extension of C.T.C., the operation of which 
over such an extensive mileage is a remarkable achievement 
for a railway in comparatively undeveloped territories. 
Future projects include a new line giving the Rhodesias an- 
other outlet to the sea through Lourenco Marques. 


Combating Illiteracy in Indian Railwaymen 


LLITERACY among the staff of the Indian railways 
remains a problem, though it is being tackled ener- 
getically, now with the help of grants frrom the Railway 
Board. On the former Great Indian Peninsula Railway, for 
example, a committee was set up in October, 1948, with the 
Controller of Stores as chairman and heads of departments 
as members, to supervise the work of teaching. At first, 
the cost of providing books and other equipment was met 
by voluntary contributions from the staff. The teachers were 
volunteers, trained largely by local education authorities. 
Between then and last February 2,814 members of the staff 
of the Central Railway, of which the G.I.P.R. was the largest 
component, had been made literate, 2,000 of them without 
cost to the administration. At the end of February, 2,291 
students were receiving instruction at more than 200 classes. 
Nevertheless, on the basis of a census taken over three years 
ago, there are still nearly 30,000 illiterates in a total staff on 
the Central Railway numbering 170,000. Indian railwaymen 
are being asked to co-operate in the campaign. 


Lubricating Overhead Lines 
EAVY wear of the overhead copper contact lines of 
the 3,000-volt d.c. system has been experienced by 
the Italian State Railways; and the methods of lubrication 
—by hand during periodic overhaul of the catenary struc- 
ture, and by grease or other lubricant from two small 
troughs in a steel bar let into the pantograph copper wear- 
ing strips—have not given satisfactory results. Several 
methods of contact line lubrication have therefore been 
tried recently. Two of these make use of a small pump 
to force grease or oil to the pantograph of a locomotive 
pecially fitted with a trolley wheel. It is considered that 
lubrication of a wire once a week by this method should 
be enough, which means that the few locomotives so fitted 
will need to operate over different routes in the course of 
a week’s normal duties. The third means being tested is 
to put a special oil pan in the contact strip of all panto- 
graphs, the oil being conveyed by wicks to the upper sur- 
face. Experiments are also being carried out with a solid 
grease lubricant applied through two copper bars in the 
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stee] strip in the pan, which it is hoped will ensure suf- 
ficient lubrication without additional apparatus. Finally, 
tests are being made of a sintered self-lubricating material 
in lieu of the copper strips in the pans. 


Sleeping Car Preferences 


GOME years ago railways in the United States were 
attacked because so much of their Pullman sleeping 
accommodation was still in cars of the “section” type. 
These are converted from day to night use by letting down 
the sides of the car roofs to form longitudinal upper 
berths, and pulling the seats of each bay together to form 
lower berths; the beds made up on these berths are wide 
and comfortable, but the only privacy for passengers is 
that afforded by drawing curtains along both sides of the 
centre aisle of the car, and for washing accommodation 
passengers must repair to communal rooms at the ends of 
the car. Since then all the principal U.S.A. railways have 
made progress in building sleeping cars divided entirely 
into individual rooms of varying sizes from “ master 
rooms’ down to “roomettes,” and today the sleeping 
accommodation in many all-Pullman trains is of this type 
only. The latest sleeping cars for the Louisville & Nash- 
ville Railroad, however, in which the builders have taken 
into account over 2,000 suggestions submitted by the pub- 
lic, incorporate three open sections, with twelve berths, 
besides six roomettes and three double bedrooms. A berth 
in a section is the cheapest form of sleeping accommoda- 
tion, but it seems also that some claustrophobically in- 
clined Americans prefer an open car to being pent up in 
a small room. 


A Possible Brake Failure 


"TRERE was some conflict of evidence in the case of 
the accident at Nottingham Victoria on June 30, 1952, 
when the double-headed “South Yorkshireman” express 
collided with a shunting movement which was in progress 
just in advance of the platform starting signal, in violation 
of a local block working instruction, but Colonel D. 
McMullen, as will be seen from the summary of his report 
in this issue, felt he should accord the benefit of the doubt 
to the driver of the leading engine and assume that there 
had been a brake failure at the last moment. In the course 
of extensive tests two failures, to account for which no 
actual positive defect in a steam-vacuum valve mechanism 
could be discovered, did take place. There was thought 
to be some leakage of air past a leather washer and an 
alternative type, less likely to become distorted, was there- 
fore subjected to trials. The report stresses the need for 
wording instructions covering the location of block clear- 
ance points more clearly than has at times been the case. 


British Railways Diesel-Electric Locomotive Tests 

RITISH Railways have made available the results of per- 

formance and efficiency tests carried out on the 1,750-h.p. 
Southern Region main-line diesel-electric locomotive No. 
10202, described and illustrated in our March 9, 1951, issue. 
Bulletin No. 9 is the first to be issued by British Railways 
for a non-steam locomotive, and the results are set out to 
show the whole range of capacity, fuel consumption, and 
efficiency of a representative main-line diesel-electric loco- 
motive, while at the same time they facilitate comparison 
with other forms of motive power. A separate series of 
service tests was run, besides the analytical tests in the 
different notch positions, so as to examine in more detail 
the relationship between the designed power steps and the 
conditions in which they were actually used. The first 
part of the tests was observational, on revenue-earning 
trains, to obtain average performance and values in repre- 
sentative service. Those in the second part were more 
analytical, in order to evaluate fuel consumption related 
to drawbar horsepower for deciding on loadings and 
schedules to obtain maximum operating efficiency ; and 
secondly, transmission characteristics and efficiency, factors 
of more importance in design. 
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The Same the World Over 


HOSE who like to detect differences in outlook and 
behaviour between the citizens of Great Britain and 
the United States will be disappointed by a booklet recently 
distributed to season ticket holders by the Southern Pacific. 
In this illustrated pillory of offenders against the niceties 
of suburban travel, passengers on both sides of the Atlantic 
can recognise the companions of their daily journeys. A 
figure regrettably familiar is depicted in an unflattering 
cartoon as the “ quiescent squat,” who “ waddles down the 
train early each night to save a seat for a friend who 
never comes,” and “stares disconcertedly out of the win- 
dow as the train leaves the station.” Rows of squats 
occupied in this way can be seen in the windows of rush- 
hour trains departing from London termini, at the risk of 
falling into the arms of latecomers wrenching a door open. 
Although of both sexes, it is rare for them to be so pro- 
portioned that the prospect of one of them falling into 
his arms would compensate the latecomer for missing his 
train. The only alien note seems to be the Southern Pacific 
Advertising Manager’s statement that his railway “leans 
over backwards” to cultivate the friendship of season 
ticket holders. There is conflict here with the impression 
gathered from the recent London fares inquiry that the 
season ticket holder is an unwanted survival, particularly 
to be deplored when he extracts maximum value from his 
ticket by going home to lunch. 


Mr. Cyril Dashwood 


HE retirement of Mr, Cyril Dashwood, which takes 
place at the end of this month, is the retirement of 
an exceptional man in an exceptional office. It is also 
the last of the old “ Chief” Officers of the former British 
railway companies, unless credit is given to the fable of 
the phoenix. It would not be difficult to attribute the 
peculiar quality of this bird to this office—itself unparalleled 
on British Railways. Two years before Mr. Dashwood 
was born, a minute laid down that the Great Western 
Railway Accountant would report and be responsible 
directly to the board, a procedure not adopted by any 
other railway company within our knowledge in the British 
Isles. The status of the Chief Accountant was also greatly 
enhanced by his inclusion among the Boardroom Officers. 
These officers, who regularly attended board meetings, 
were the General Manager, the Secretary, the Solicitor and 
the Chief Accountant. Mr. Dashwood was consulted on 
all commercial matters, new works and other projects, 
where these contained an element of finance, with which, 
under another system, the Chief Accountant would 
normally not come in contact. 

From the early age of 22, when he became Secretary 
to the Committee of Railway Accountants, Mr. Dashwood 
has been in close association with top-level railway 
executives. That committee was formed before the 1914-18 
war when it became apparent that organisational changes 
on the railways were matters of some urgency. The war 
held up its work, and Mr. Dashwood became the Secretary 
of the Accountants’ Sub-Committee of the Railway 
Executive Committee, formed in 1914, in which capacity 
he took a prominent part in matters relating to compensa- 
tion and Government control. The cessation of hostilities 
and the subsequent Railways Act of 1921 provided him 
with further important work, particularly relating to the 
fixation of standard revenue, and his progress was rapid. 
During the initial stages of the recent nationalisation of the 
railways his exceptional knowledge and ability were 
constantly called on, with particular reference to matters 
of compensation. 

A mere machine may be remembered for its efficiency, 
but Mr. Dashwood is no machine. In an age of standardisa- 
tion, where the ideal would appear to be the mediocre, 
there is a particular need for men of his stature and 
character—possessed not only of proven ability and zeai, 
but of a quick sense of humour and the continual wish 
to help his fellow-men. His loss to the railways could 
hardly have come at a more inopportune moment. At 
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the present time, a period of transition involving the 
constant shift of conditions and values, men of his type 
and experience have a value which is not to be related 
to arbitrary age limits. Mature in knowledge and 
experience, Mr. Dashwood has retained a young, keen and 
lively mind. His retirement has been well earned, but there 
is little likelihood that he will be content with a leisure 
that would be foreign to his character. There is a need 
for the continued exercise of his unique knowledge, if only 
in some part-time capacity, and those who are charged 
with the overall responsibility for transport in these difficult 
times might well consider endeavouring to ensure that his 
services are not wholly lost to the industry he has served 
so well. 


The Railways of West Africa 


LONG the 2,000-odd miles of West African coastline 
from Senegal to the Nigerian-Cameroons border are 
ranged no fewer than eleven different territories, five 
French, four British, one Portuguese and one independent, 
but they all have a common hinterland consisting of French 
Mauretania, French Sudan and French Niger. The eleven 
coastal territories in order from west to east, and three 
inland regions, with their approximate areas and popula- 
tions and the route-mileages and gauges of their railway 
systems, are shown in the table below :— 


| 


























Railways 
West African Territory gen Population : 
| Route- 
mileage Gauge 

Senegal (French) ... 78,000 | 1,764,000 1,054 | Im. 
Gambia (British) ... | 4,000 247,000 0} _ 
Curengeas Guinea we vss] pal | ‘ a at — 
rench Guinea pr wus ~ A , 180, m 
Sierra Leone (British) 28,000 | 1,858,000 | 311 | 2 ft. 6in 
Republic of Liberia | oan 2,500,000 | — 
Pet Coast (French) 190,01 2,065,000 | 518 Im 

old Coast (British) : ee 92,000 4,112,000 535 | 3 ft. 6in 
Togoland (French portion) ae 20,000 971,000 278 m 
Dahomey (French) << < 47,000 1,505,000 “ 272 1 m. 
Nigeria (British) 373,000 | 25,000,000 { '.70% | 3 ft. 6 in. 
Totals of coastal terri- {French | 432,000 8,485,000 2,533 

tories having railways | British 493,000 30,970,000 2,883 
Mauretania (French) 300,000 | 518,000 | 1 «= 
French Sudan “ti 582,000 | 3,177,000 | 0 | — 
Niger (French) 484,000 | 2,029,000 | 0} _ 


French 1,798,000 | 14,209,000 2,533 - 
British 497,000 31,217,000 2,883 — 





Totals of all territories 


It is curious that in the British and French coastal terri- 
tories the relationships between the total areas and rail- 
way mileages are so close ; in fact, one mile of line serves 
171 sq. miles in British and 170 sq. miles in French terri- 
tories. The comparison on the population basis, however, 
is very different ; for every mile of line there are no fewer 
than 10,742 people in the British colonies and only 3,350 
in the French dependencies. 

In all British and French West African territories, 
whether they have railways or not, the area per mile of 
line in the French is over four times that in the British, 
the figures being 710 and 176 sq. miles. The corresponding 
numbers of head of population per mile of railway are 
5,610 French and 10,940 British. . 

It may be noted that as Togoland was formerly a German 
colony, each of the eight railway-owning coastal territories 
originally had foreign neighbours on both sides, and con- 
sequently its railways were planned to suit its own require- 
ments without regard for those of its neighbours. This 
and other facts referred to below are stressed in a paper 
entitled “The Evolution of Railways in French and 
British West Africa.” read before the International 
Geographical Congress by Dr. R. J. Harrison Church, of 
the London School of Economics. 

The railways throughout West Africa were initially and 
still are the only all-the-year-round form of long-distance 
transport at cheap rates. For the rivers are either seasonally 
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too shallow, interrupted by rapids, or flow in the wrong 
direction. Also, all-weather roads are costly to construct 
and maintain and generally are limited to areas compara- 
tively near the coast, where there is considerable popula- 
tion and light door-to-door traffic is economical. Air 
services are suitable only for passenger and light parcel 
traffic. 

Though geographical and other considerations vary 
widely in the different territories, there are certain handi- 
caps to economical railway operation common to most of 
them. For instance, the dense forest areas that abound 
made railway reconnaisance and location abnormally diffi- 
cult, with the result that the original lines were often badly- 
aligned and graded and, unless they were reconstructed 
subsequently at great cost, are very uneconomical to work. 
Nearly all of them have, moreover, to traverse a wide 
unproductive and sparsely-populated belt of country be- 
fore the valuable forest areas of the interior can be 
reached. 

Another drawback thas been the lack of ports; 
there are deep-water harbours with adequate equipment 
only at Dakar, Takoradi, and Lagos-Apapa, though 
another port for ocean-going vessels is being built in the 
Gold Coast, at Tema, east of Accra. Most important, 
however, has been the water-tight policy of individual teri- 
tories, already mentioned, which has been detrimental to 
West African railway development as a whole. But the 
1947 Anglo-French Communications Congress at Dakar 
initiated a new international policy of enlightened co- 
operation, which, it is hoped, will ensure a long-term 
economic programme of railway development to benefit 
the whole of West Africa. At the moment there seems 
little indication of this, however, and any new construction 
which is being carried out is of a local character. For 
instance, two new lines to improve internal communica- 
tions are in hand in the Gold Coast: (i) Achiasi-Kotoku, 
to form a central chord between the Takoradi-Kumasi and 
Accra-Kumasi lines, and (ii) Achimota-Tema to give 
direct access to the new ocean-shipping port of Tema from 
the interior. 


Railways in the Indian Five-Year Plan 


[N the first two years of the national five-year plan of 
the Republic of India which have already elapsed 
capital expenditure on the Indian railways has amounted 
to about Rs. 1,500 million (£1=Rs. 13). The allotment 
for railways for the five years was fixed at Rs. 4,000 million, 
made up of Rs. 3,200 million from the railways themselves 
representing the estimated difference between gross earn- 
ings and working expenses during the period, and Rs. 800 
million to come from Central revenues. Thus, in 1953-54 
and each of the two successive years, railway programmes 
will have to be contained within an expenditure of about 
Rs. 830 million. 

Only after completion of works essential to improve 
operating on existing lines, such as doubling between Adra 
and Asansol and on part of the Ahmedabad- Mehsana line, 
will it be possible to allocate remaining funds to the pro- 
vision of mew lines and rolling stock. Mr. F. C. Badhwar, 
Chairman of the Indian Railway Board, has said that when 
the plan ends on March 31, 1956, there will be 3,956 loco- 
motives, 9,916 coaches and 73,371 wagons over age. 
Although standardisation means that fewer units will be 
necessary to replace them, the railways must plan for an 
expanding economy and ensure that they are not short of 
stock in future. So far, however, available funds are limit- 
ing the numbers which may be obtained during the five 
years to 1,444 locomotives, 6,166 coaches, and 52,662 
wagons, and Mr. Badhwar thinks that the doubts of the 
Associated Chambers of Commerce whether these totals 
are adequate to provide for progressive increase in traffic 
are not without foundation. Particulars of the 1954-55 
rolling stock programme were given in our June 19 issue. 

So great a mileage of new railway is needed and so 
little, comparatively, can be built, that the problem is 
where to begin and what to include. After new works in 
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connection with oil refineries, a line from Khandwa to 
Hingoli linking the metre-gauge systems of north and 
south is the most urgent. As resources become available, 
new lines are needed to open up undeveloped areas. At 
present prices a new line through average country may be 
assumed to cost Rs. 400,000 a mile, but where the country 
is mountainous or there has to be heavy bridging the cost 
may rise to Rs. 900,000 or even to as much as 
Rs. 1,200,000. 

The Calcutta suburban lines should be electrified, says 
Mr. Badhwar, and this electrification extended to the 
Bengal-Bihar coalfields. The Bombay-Igatpuri electrifica- 
tion should be extended to Bhusaval, as the capacity of 
this section has already been reached. 

The Railway Board has decided to allocate as follows 
the Rs. 2,500 million, which it expects to be able to spend 
on capital works in the next three years :— 


Rs. millions 
Rehabilitation, including steps to attain self-sufficiency ie vee |= ae 
Operating and technicalimprovements. Amenities for passengers and staff 330 
Additional rolling stock. New lines, including works in progress 300 
Miscellaneous, including investments in road services anes ‘an ees 40 


Mr. Badhwar forecasts that at least 90 per cent of traffic 
offering during the next three years will be freely moved. 
He cannot promise what he calls a wagon users’ Utopia, 
for it will not be possible to afford that reserve margin of 
extra carrying capacity which would enable industry or 
agriculture to obtain promptly on demand all the wagons, 
and the exact type of wagons, required at any station for 
any destination 

The one urgent requirement of the Indian rail- 
ways which, if met, would confer the greatest benefit on 
the country immediately, according to Mr. Badhwar, would 
be about 500 mew locomotives and 20,000 wagons. With 
them the railways could move freely almost all the goods 
traffic offering. Without this “ blood transfusion,” as he 
terms it, it may take some time beyond the period of the 
Plan for the carrying capacity of the railways to be ade- 
quate to cope with the increased national production 
aimed at. 

The Rs. 4,000 million allocated to railway development 
compares with 7,440 million for that of the roads. How 
far the Government of the Republic will be able to develop 
roads without detriment to the revenues of the railways 
remains to be seen. In the days of British control, Central 
and provincial Governments were sometimes alleged to 
starve the roads so as to ensure a handsome contribution 
from the railways to Central revenues. Present indications 
are that the need for transport of all kinds in an India fast 
expanding industrially and in population is so great that 
with due forethought there is little danger of duplicating 
transport facilities. 


British Transport Commission Traffic Receipts 


THE most noticeable feature of British Railways traffic 

receipts for Period 8, the four weeks ended August 9, 
is the decline compared with the corresponding period of 
last year in coal class traffic receipts. Although the decline 
is small, it is disappointing in view of the 5 per cent rate 
increase; how far it is the result of a fall in the tonnage 
dispatched from pitheads and how far of shorter hauls can 
only be described when the full statistics are published in 
four weeks’ time. Reduced despatches are certain to be a 
major contributory cause. The rate increase during the 
preceding twelve months means a considerable reduction 
in ton-mileage during Period 8. No doubt the fortnight’s 
holiday is responsible for reduced coal output. 

The situation with merchandise and livestock is rather 
different. Despite the rate increase, merchandise traffic has 
shown a tendency to decline during the past year. The 
fact that traffic for this period exceed those of Period 8 
of last year therefore is encouraging, even if the excess is 
less than the 5 per cent of the rate increase. The decline 
of £1,648,000 compared with the preceding four weeks is 
largely seasonal, with the August bank holiday the main 
cause. C. & D. services are slightly down on last year 
and on Period 7, but little can be deduced from this, 
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British Road Services traffic continue well up on the 
corresponding figure for 1952, a remarkable achievement 
in view of the imminent disposal under the new Act of 


sane * 


| Four weeks to 


Aggregate for 


_ | August 9 © cai. ow 32 weeks diets 
= eee decr. ee decr. 
| | | 
| 1953 | 1952 | 1953 | 1952 
£000 £000 £000 £000 
British Railways— 
Passengers .| 14,339 13,956 + 383 71,954 69,788 2,166 
Parcels, etc., by passen- 
ger train -| 3,015 | 2,763 |+ 252 | 23,168 | 21,632 1,536 

Merchandise & livestock 6,754 | 6674 |+ 80) 65,457 | 64,559 |+ 898 

Minerals . 2,924 | 2,738 |+ 186! 27,446 | 25,201 |+ 2,245 

Coal & coke 6,036 | 6,176 |— 140) 65,457 | 61,350 |+ 4,107 

Total British Railways ... 33, 068 32,307 + 761 253,482 242,530 |+ 10,952 
British Railways C.& D. ... 827 829 — 2 7,081 6,969 + 112 
British Road Services 5, 210 “4, 992 + 218 | 47,438 46,51 I |4 927 
Road Passenger Transport : 

Provincial & Scottish 5,192 5, 008 + 184 30,303 | 28,905 l, 1,398 
London Transport e i e ; 

Railways ... - 1,327 1,399 |— 72 10,979 10,892 + 87 

Buses & coaches ..-| 3,244 | 3,275 |— 31 | 24,605 23,838 + 767 

Trolleybuses & trams .. 686 | »!! !j|—- 25 5,554 5,911 |— 357 

Total London Transport rt 257 | 5,385 |— 128 | 41,138 | 40,641 |+ 497 
Ships... “163 | I sil + 20 7,012. 7,086 |- 74 
Inland Waterways : Carry- ~ j - 

ing— 

Freight charges ... vad 57 65 — 8 558 540 + 18 
Total from passengers “a 25, B74 25, 414 b 460 146, 808 142,705 4, 103 
Total from freight, ee 

& mails i Kenieaae | 24,783 + 585 | 240,204 | 230,477 |+ 9,727 

TOTAL FROM CARR as 

ING ACTIVITIES | St, 242 | 50,197 |+ 1,045 387,012 | 373,182 + 13,830 
some at least of the Road Haulage Executive assets. The 


explanation seems to be that the hard work put in since 
formation of B.R.S. in 1948 is beginning to bear fruit. 
The provincial and Scottish road passenger transport under- 
takings of the British Transport Commission continued 
during Period 8 to show a satisfactory increase over last 
year’s traffic. Receipts from ships were slightly over those 
for the corresponding period of 1952, presumably the result 
of increased holiday traffic; it is not possible to surmise 
which of the various marine services contributed most to 
this result. 

The various fare alterations during the past twelve 
months vitiate any comparison in passenger traffics with 
1952. Whilst British Railways passenger receipts slightly 
exceed those for Period 8 of last year, London Transport 
receipts are down in all three modes of transport; the bad 
weather in July may have been the main cause of this, but 
even so long after the Coronation, higher receipts might 
have been expected. 


PERCENTAGE VARIATION 1953 COMPARED WITH 1952 


4 weeks to 32 weeks to 
August 9 August 9 
British Railways— 

Passengers 2-7 + 3-1 
Parcels .. 9-1 + 7-1 
Merchandise & livestock ‘ia waa 1-2 1-3 
Minerals dai <ais we ae aa 6:7 8-9 
Coal & coke 2:2 6°6 
Total 2-3 4:5 

C. & D. Services 0:2 1-6 
Ships ies aa tis ‘ea ‘za os + 1-2 1 0 
British Road Services dn ove dh ss + 43 1-9 
Road Passenger Transport ... bide ‘dad ‘ila + 3:6 - 4:8 

London Transport— 

Railways i 5-1 + 0-7 
Buses & coaches | wae os Rae ane 0-9 3:2 
Trolleybuses & trams ... ea es ee 3°5 - 6-0 
Total 2:3 1-2 

Inland Waterways... coe pa it ia 1-2 2:7 
Aggregate ... ase a enn + 2-0 3-7 
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Improving Railway Statistics 
(By a Correspondent) 


N August 10 a leader in The Times said that “ com- 
parison of American and British economic statistics 
shows that in important respects the Americans give the 
more up-to-date picture of what is happening and there- 
fore more help in economic forecasting.” Three days later 
a second leader dealt with the report of the Select Com- 
mittee on Nationalised Industries, whose “ voluminous 
reports do not completely meet the needs of Parliament, 
or the public, partly owing to their sheer volume and 
complexity.” A question of timing was also part of the 
problem. “ Information is not necessarily available on the 
matters on which is is required or when it is required.” 
These criticisms apply with singular precision to our 
railway statistics, whether these represent operating or 
financial results. Wisely, the British Transport Commis- 
sion decided to publish Transport Statistics for each 
4-week period of the year, but impaired the usefulness of 
an excellent survey of traffic working by its failure to 
explain noteworthy variations in the figures. 

At Washington D.C. things are ordered differently. On 
August 14 there came to hand, by ordinary mail, the 
Association of American Railroads’ monthly bulletin on 
the transport situation, dated July 20. This lively 
document reviewed the freight rolling stock position from 
many angles and indicated the outlook for the near 
future. For the most part it dealt with figures to the end 
of June, but gave wagon loadings for the 28 weeks to 
July 11, analysed under eight commodity groups. British 
Railways wagon loadings for the same period were not 
known until August 22, so that Britain is about a month 
behind. Characteristically, too, the U.S.A. railways try to 
interest traders in wagon user by quoting “net ton-miles 
per serviceable wagon day” as a monthly index of 
efficiency; their bulletin stressed the rise in this indicator 
from 919 in January to 1,003 in May, about 3 per cent 
above May, 1952. 

The treatment of revenue and expenditure provides 
another extreme contrast between British and American 
practice. The British Transport Commission has pub- 
lished gross traffic receipts promptly, but has held back 
particulars of net receipts as long as possible. The Asso- 
ciation of American Railroads circulates a monthly state- 
ment of the revenues and expenses of each class one rail- 
way, with aggregates for the 125 companies which operate 
225,400 miles of road. The return reaching London on 
July 31 showed that for the five months ended May, the 
companies increased revenues by 2:2 per cent, reduced 
expenses by 0°6 per cent and brought their operating ratio 
down to 76 per cent from 78 per cent in 1952. Net rail- 
way Operating income was nearly 20 per cent above last 
year and a rate of return of 4:39 per cent on property 
investment compared with 3-87 per cent. 

It is too bad that we know so much about the far-flung 
U.S.A. railways and so little about our own compact sys- 
tem. Three steps would vitalise our statistics. First, 
British Railways should substitute a weekly statement of 
wagon loadings for the occasional announcements about 
forwardings of coal, iron and steel, and other traffics. 
Second, the British Transport Commission might add to 
each issue of Transport Statistics a page of comment on 
material changes in all-line or regional results. The third 
and most important measure is for the Commission to 
issue a quarterly report on railway revenue and expenses. 
Plenty of light would then be thrown upon the progress 
of our state-owned railways for the benefit of the House 
of Commons and the taxpayers who in the long run pay 
for the provision of railway services in one way or another. 








THE ENGLISH ELEcTRIC Co. ‘LTp.—In connection with the offer 
of 1,769,365 new ordinary shares of the English Electric Co. 
Ltd. recently made to ordinary stockholders, it is announced 
that a total of over 3,600,000 shares were subscribed or applied 
for and over 96 per cent of the rights issue taken up. 


E 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Chairmanship of British Transport 
Commission 


August 25 

Sir,—A distinguished soldier moves from the military 
world to the chair of the British Transport Commission. 
May we assume that the post of a distinguished railwayman, 
Mr. John Elliot, is being abolished so that he will be free to 
assume high office on the Imperial General Staff? 

Yours faithfully, 
A. JEFFRYES 
Anerley, S.E.20 
August 20 

Sir,—The appointment to the Chairmanship of the 
British Transport Commission is certainly a surprising one. 
Presumably the Minister could not pursuade a first-class 
business man to accept a limited remuneration. It is indeed 
unfortunate that the Treasury should have power to inter- 
fere in a matter which it does not understand. 

Salaries on a scheduled scale may be suitable for the 
Civil Service but not in a vast business concern. The direc- 
tion of transport calls for responsibility, initiative and enter- 
prise in a large way and should receive commensurate 
remuneration. The attitude of the Treasury to high salaries 
is really astonishing in view of the fact that even if an ap- 
pointment carries a salary of £20,000 a year the great part 
of it is taken by the revenue. Incidentally, it would be more 
to the point if in quoting high salary figures the amount 
actually receivable were also stated, for example, £20,000 
(£4,040). 

It is hoped that as a result of the forthcoming railway 
reorganisation, the C.R.Os. will become General Managers 
directly responsible to the Commission for financial results 
and with full powers to appoint their own staffs. 

Furthermore, the present futile policy of advertising 
vacancies and “ mixing-up ” by transfers between Regions 
should come to an end. 

Yours faithfully, 
P. M. BROOKE-HITCHING 
2, Kensington Palace Gardens, W.8. 


The ‘* Elizabethan ”’ 


August 18 

Sir,—It is a pity that the acceleration by the Eastern, 
North-Eastern, and Scottish Regions of the London- 
Edinburgh non-stop timing to 6} hr. is spoilt by poor con- 
nections to this train at Edinburgh Waverley. As pointed 
out in your issue of May 15, passengers in the through 
carriages for Dundee and Aberdeen, by the “ Elizabethan.” 
have to wait 45 minutes at Waverley before resuming their 
journey northwards by the 5.5 p.m. Aberdeen train. 

Similarly, there are no connections at Edinburgh for 
stations on the Glasgow line via Falkirk, or to Perth; this 
is no doubt due to the Railway Executive policy of con- 
centrating passengers from London to Glasgow and Perth 
on the West Coast route. With good connections at Edin- 
burgh for Perth, to the up and down “ Elizabethan,” the 
total journey time of 10 hr. 10 min. via Carlisle and Crewe 
could be cut to about 84 hr. via the East Coast; a useful 
acceleration for Perth passengers. By the provision of 
better connections, the “ Elizabethan ” could be a very use- 
ful service for passengers for stations beyond Edinburgh. 

It is a pleasure to see the “ Elizabethan” composed of 
the special air-conditioned coaches built by the L.N.E.R. 
for the re-introduction of the non-stop “Flying Scots- 
man” in 1948. Recently these coaches, of which there 
are enough to form four trains, have been replaced by 
British Railways’ standard coaches in the “ Flying Scots- 
man,” and the air-conditioned coaches placed on secondary 
and relief services. As there are no standard coaches 
equipped with ladies’ retiring rooms, and no standard 
buffet-lounge car, these vehicles have remained in the 


“ Flying Scotsman,” presenting a curious mixture of coaches 
unworthy of our most famous train. Perhaps the Eastern 
Region will transfer the “ Elizabethan” sets to the “ Fly- 
ing Scotsman” during the winter service. 
Yours faithfully, 
B. PERREN 
43, Greenway, Southgate, London, N.14 


Aluminium in Rolling Stock Construction 


August 21 

Sir,—l have noticed that in reporting the serious acci- 
dent near Manchester on August 15, which resulted in a 
multiple-unit electric coach falling from a high viaduct, 
organs of the national Press described this vehicle as a 
steel coach. 

According to my information, the sheathing of the 
bodywork, which plays a very important part in pre- 
venting injury and loss of life’ amongst passengers in many 
accidents, as well as a number of other components, are of 
aluminium alloy. Whilst this may not greatly affect the 
main argument, it seems a pity to lose sight of one of the 
early and outstanding applications of light metals to rail- 
way rolling stock, for which this country was responsible. 

Yours faithfully, 
F. L. STAFFORD 
The Aluminium Development Association, 
33, Grosvenor Street, London, W.1 


Electric Traction Systems 


August 19 

Sir,—With reference to the article by Mr. J. C. Grant 
in your issues of July 10 and August 7, it is quite clear 
that the high-voltage d.c. system is now becoming the 
standard system all over the world. Actually this predic- 
tion was made some 40 years ago by the late Mr. H. M. 
Hobart. 

It seems strange that the author in his tables does not 
mention the d.c. high-voltage system of the Belgian State 
Railways operating between Antwerp and Brussels, and 
Brussels to Charleroi. No mention is made of the electri- 
fication now in progress between Brussels and Ostend, and 
Brussels and Liége. 

As regards the use of rectifier locomotives, this brings 
up the old question whether to use many small mobile 
substations or a few fixed ones. The fixed substations 
will have lower capital costs and higher operating 
efficiency. 

What does the author mean with the following state- 
ment on page 155: “It is well known that such conditions 
are most favourable to low-voltage d.c. electrification ”’? 
Whether d.c. electrification is carried out at low or high 
voltage, the advantages are the same for all voltages. 

Yours faithfully, 
LIONEL CALISCH, 
M.I.Mech.E., A.M.I.E.E. 
116 Avenue du Pesage, Brussels 

[The whole purport of our article was to show that a 
sweeping generalisation such as that in our correspon- 
dent’s first paragraph cannot fairly be made. With respect 
to the relative costs of fixed or mobile rectifiers, it was 
shown in the article that these depend on the traffic occu- 
pancy of the route. In his last paragraph our corre- 
spondent refers to our contributor’s statement that inten- 
sive suburban operating conditions are most favourable to 
low-voltage d.c. electrification. This is based on the lower 
cost of the relatively large number of motive power units 
required. With regard to specific mention of Belgian 
electrifications, the mileages in Table 2 (page 154, August 7 
issue) for the Belgian State Railways are the total for all 
routes at present operating at 3.000 V. d.c., including 
Brussels-Antwerp and Brussels-Charleroi.—Ep., R.G.] 
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THE SCRAP HEAP 


Finding the Right Man 


General Sir John Crocker, the 
Adjutant-General, completes his ap- 
pointment at the end of this month. 

General Crocker’s successor was to 
have been General Sir Brian Robertson, 
but he has now been translated to other 
spheres, and the succession is thus left 
suddenly vacant. 

The qualities of a good Adjutant- 
General are given to few, and the one 
obvious selection for the appointment 
has only recently been appointed else- 
where. In consequence, I understand, 
the post may remain unfilled for some 
months till the right man can be made 
available.—‘“ Peterborough” in “ The 
Daily Telegraph.” 


Train on Turntable 


Whilst tank engines on Irish narrow- 
gauge railways often have been turned 
at the end of the run to avoid running 
bunker first, turning the train is rare. 
The photograph reproduced below of a 
passenger coach and van on the turn- 
table at Killybegs, terminus of a branch 
of the County Donegal Joint Commit- 
tee lines, was sent us by a correspondent. 
[he purpose presumably is to keep the 
van in the rear, whilst using the turn- 
table in this instance is more practicable 
than shunting. 


Realism 
The disused passenger 
Rotherham, Westgate, has 


station at 
been re- 


opened, a correspondent states, for the 
shooting by the Sheffield City Kine 
Society of the climax of a film. Before 
shooting, members of the society gave 
the station a clean-up, so that it would 


Photo) 


Turning a train at Killybegs, County Donegal. 


present a used appearance, They were 
more successful than they had expected 
to be. After the cleaning was finished, 
intending passengers entered the station 
and asked for railway tickets. 

The Basingstoke to Alton branch of 
the Southern Railway (former 
L.S.W.R.) was partially reopened before 
the war for shooting the railway scenes 
of films, and, more recently, the 
Camerton to Limpley Stoke line of the 
Western Region. 


Ordering a Special Train 

The archives of the railway will per- 
haps one day reveal who was the last 
private traveller to order a special train. 
Lord Rosebery’s biographer has told us 
that rather than endure a slow journey 
or even a change at a draughty station 
Rosebery always ordered a special. It 
cost him £25.—Roger Fulford in “The 
Manchester Guardian.” 


Looking Back 
What a pity we cannot have some of 
the old Great Western Railway men in 
the higher executive posts of British 
Railways to show the others how safe 
train travel could be made to be.— 
From a letter to the “ Daily Sketch.” 


Service in the Train 


Two services in German _ diesel 
expresses might be imitated in special 
trains of our railway system. First, a 
folder is placed on every seat giving the 
timetable with the stops and the prin- 
cipal connections at each stop. Secondly, 
there is a secretarial office in which a 
capable woman secretary types letters, 
and takes dictation in English as well 





[J. C. Gillham 
The turntable is made from 


the main frame of an old 4-6-0 locomotive 


as German. The service is provided by 
the railway authority, and the charges 
are most reasonable; one mark for a 
quarter of an hour, or the equivalent 
of six shillings an hour.—From a letter 
to “ The Times.” 

[A typewriting compartment with a 
woman stenographer was provided at 
one time in the L.N.W.R. “City to 
City Express.” This train was inaugur- 
ated in February, 1910, between Broad 
Street and Birmingham New Street. 
At some time before the outbreak of 
war in 1914, the terminus of the down 
(afternoon) train had been changed 
from Broad Street to Euston. The 
trains with the typewriting service dis- 
appeared during the first world war and 
were never reinstated. This is be- 
lieved to be the only instance of a 
secretarial service on a British railway. 
—Ep., R.G.] 


Russian Railwaymen Decorated 


The Presidium of the Supreme Soviet 
of the Soviet Union earlier this month 
conferred the Order of Lenin on some 
10,500 railway officials with many years 
of service. The occasion was the Soviet 
Union “ Railway Day,” when also some 
17,700 railway clerks of the executive 
services were awarded the Order of the 
Red Banner. 


Prospect 


[The author of these verses, Mr. A. 
Berriman, retires from railway service 
on August 3l—see page 245.—Eb., 
R.G.] 

They say that life at eventide 

Flows on unhurriedly, a stream 

That saunters through long, lazy hours 
Into the stillness of a dream. 

But, somehow, in the quiet dusk, 
When the last gleams have left the sky, 
I shall remember many things 

Precious to heart and ear and eye. 





The long, straight, shimmering miles of 
track 

Fading into infinity, 

The little, lonely lines that run 

Through scented hedgerows to the sea; 

The signal-box, where long hours pass 

With only thoughts for company, 

The heat-waves dancing on the rails 

In some strange, sun-drenched ecstasy. 


The awe, the heart-contracting thrill 
As an express goes thundering by, 
Picture of might magnificent 

In all its mobile majesty; 

The fire-box glow, the ruby flames 

Of tail-lamps fleeting through the night, 
The steadfast, reassuring gleam 

Of far-off signals, beaming bright. 


Here in time’s pleasant ante-room, 
As earth assumes her night array, 
Far from the care-encumbered hours 
Of many a crowded yesterday, 
Some distant murmur will intrude 
Into the texture of my dream 
And I shall hear, though earth be mute, 
The old, familiar hiss of steam. 

A. B. 


E2 
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INDIA 
Air-Conditioned Coach Services 
Since May 20, air-conditioned 
coaches leave Bombay Victoria for 


Madras every Wednesday and Saturday. 
Air-conditioned coaches on __ the 
“Grand Trunk Express” trains _be- 
tween Madras and Delhi now run bi- 
weekly, leaving Madras every Thursday 
and Saturday, and Delhi every Monday 
and Saturday. 


SOUTH AFRICA 


Railway Finance 


In his reply to the budget debate, Mr. 
P. O. Sauer, Minister of Transport, 
gave details of unavoidable increases in 
the cost of operating the railway ser- 
vices which have resulted in the greatly 
increased expenditure reflected in his 
budget. 

During the last five years, additional 
payments to the pension fund amounted 
to over £3,000,000. The cost of main- 
taining rolling stock increased by 
£7,500,000, and the higher cost and con- 
sumption of coal amounted to 
£1,500,000. Contributions to the re- 
newals fund had_ increased by 
£3,350,000, and salaries and wages by 
£23,000,000, of which £9,000,000 went 
in payments to additional staff. The 
increase in current and permanent way 
expenditure totalled £1,500,000. The 
total unavoidable increase in expendi- 
ture therefore amounted to some 
£37,000,000. 

Mr. Sauer said that during his term 
as Minister of Transport increased cost 
of living allowances necessitated addi- 


tional payments of £24,000,000;  in- 
creases in salaries amounted _ to 
£8,500,000. Capital expenditure had 
risen from £10,000,000 in 1944 to 


£39,000,000 last year. The carrying 
capacity of the railways had undergone 
considerable changes during the past 
two years. There was now no longer 
any shortage of coal, and the export ol 
this commodity had been resumed. 
Manganese and chrome were now also 
being exported in increasing quantities. 


CANADA 
C.N.R. to Operate Buses in Manitoba 

The Canadian National Railways is 
to operate buses in Manitoba connect- 
ing with trains to Winnipeg. The ser- 
vice will begin immediately three 
37-passenger buses ordered by the 
C.N.R. are delivered. 

Buses will run between Flin Flon and 
the Pas to Kamsack, Saskatchewan, 
where rail connections will be made for 
Winnipeg. One bus will work in each 
direction six days a week; in addition, 
a local service will run between Flin 
Flon and the Pas. a 

The new service, which is in addition 
to the existing all-rail route between 


(From our correspondents) 


Winnipeg and the Flin Flon area, will 
also handle traffic between intermediate 
points. It is expected to open new 
hunting and fishing areas. 

The Manitoba Motor Carrier Board 
has also authorised the C.N.R. to 
operate a lorry service between Flin 
Flon and the Pas in co-ordination with 
existing rail facilities. 


UNITED STATES 


Burlington Suburban Success 


The modernisation programme of 
the suburban services of the Chicago, 
Burlington & Quincy Railroad into and 
out of Chicago resulted in an increase 
of 4:25 per cent in the number of 
season-ticket holders carried in 1952, as 
compared with 1951, and of 3-78 per 
cent in season-ticket passenger-miles. 
The programme has been completed 


with the addition of another ten 
vehicles to the Burlington Railroad 
stock of stainless steel double-deck 


suburban coaches. 


New Marshalling Yard at Bensenville 


What is claimed to be the largest and 
most modern marshalling yard in the 
world is now being completed by the 
Chicago, Milwaukee, St. Paul & 
Pacific Railroad at Bensenville, about 
20 miles west of Chicago. It is esti- 
mated to cost $5,500,000, and is de- 
signed for sorting 3,600 wagons in 24 


hours. Seventy classification roads in 
the yard will each hold from 52 to 102 
wagons. 

After being inspected and having 
their axlebox lids opened on receiving 
lines, the wagons of incoming trains are 
pushed over the 20-ft. hump by diesel 
locomotives, passing over a device for 
detecting flaws in their brake rigging 
and having oil squirted into their axle- 
boxes on the way. The most modern 
types of hump shunting control and re- 
tarding equipment are installed, the 
latter ensuring run-off speeds to suit 
wagon weights and avoiding rough- 
shunting. 

Radio communication with drivers 
of shunting engines, and “ paging * and 
“ talk-back ” loudspeaker systems are 
provided. 


FRANCE 


Holiday Trains from Paris 


During the rush period of summer 
holidays for the five days July 30 to 
August 3, the National Railways ran 
300 extra trains. The number of pas- 
sengers, who had booked seats for the 
five days, was at least 250,000, includ- 
ing more than 72,000 at the Gare de 
Lyon, 67,000 at Austerlitz and 38,000 
at Montparnasse. 

On the three days July 3!, August 
1 and 2, holders of workers’ paid holi- 
day tickets were not allowed to travel 








Track Cleaning in Germany 





A Matisa track cleaner at work on the German Federal Railway. Ballast from 
which dirt has been removed is being returned to the roadbed by conveyor belt 
in the foreground 
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by the rapides and express trains. The 
total number of passengers leaving 
Paris at the week-end appeared to be 
about the same as last year at the same 
time. The number of travellers book- 
ing to Normandy and the north and 
east was reported to show a slight de- 
crease, offset by increased bookings to 
the south and west. The number leav- 
ing Paris by road was higher than last 
year. 


Increased Freight Rates 


The percentage increases in rates on 
May 15 was only an interim step in the 
adjustment of freight charges. It was 
the intention to incorporate the higher 
rates into the charges scheme by amend- 
ing the scales of charges (barémes) in- 
cluded in the existing arrangements. 
The necessary calculations have now 
been completed and revised scales of 
freight charges came into operation on 
July 1. The increases shown over the 
old scales are approximately equal to 
the percentages applied on May 15. 


Revised Fruit and Vegetable Rates 


The Government has undertaken the 
revision of fruit and vegetable freight 
rates, particularly in the Rhone Valley, 
where part of the crops is left to rot. 
The high cost of rail transport is given 
as one of the reasons. The Minister of 
Public Works is to confer with the 
S.N.C.F. authorities with a view to 
changing the existing rates. The rates 
vary according to the wagon loads. 
Lowest rates are for loads of 12 tonnes. 
Such loads are regarded as too high. 


Publications Received 


Railwaymen’s .Gallery. By Roger 
Lloyd. London: George Allen & 
Unwin, Limited, Ruskin House, 


Museum Street, W.C.1. 8% in. x 5} in. 
166 pp. Illustrated. Price 12s. 6d. In 
eight essays Canon Roger Lloyd covers 
a wide field. The first two recall the 
early years of the railway era, and pay 
tribute to the pioneers, whose outstand- 
ing ability and foresight securely laid 
the foundations of the British railway 
system, and to that now-vanished body 
of men, the navvies, whose practical 
skill and extraordinary physical strength 
contributed so much towards the ex- 
cellence of the engineering works and 
indeed without which the railways could 
not have been built. There is a good 
account of the growth of towns, such as 
Swindon and Crewe, at which locomo- 
tive works were established. An ac- 
count is given of the decline and fall of 
the Euston Empire, established by Mark 
Huish in the 1850s, a typical example 
of railway power-politics of that period. 
How the passenger fared in mid- 
Victorian times is disclosed in an ac- 
count of a journey by the “ Irish Mail ” 
from Holyhead to London. The re- 
maining chapters are devoted to a 
review of the heavy traffic carried over 
the former Highland Railway during 
the second world war, and to the 
author’s personal observations at Crewe 
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Rises in fish prices are also said to be 
due to excessive transport costs. Efforts 
are to be made to improve transport 
conditions. 


EASTERN GERMANY 


Sassnitz Ferry Terminal Reopened 

The train ferries conveying the 
through BerlinsStockholm sleeping 
cars have used Sassnitz as their Ger- 
man terminal since August 17, instead 
of Warnemiinde; the Swedish ferry 
port is Trelleborg. The through jour- 
ney time between the capitals is 25 hr. 
north and 22 hr. southbound. The ser- 
vice is once weekly in either direction. 

It is not known how far the return 
to Sassnitz (as prewar) is due to the 
restoration of the causeway (formerly 
known as the Hindenburg Dam) between 
the island of Riigen, on which Sassnitz 
lies, and the mainland. The causeway 
was destroyed by Allied action during 
the war. 


HUNGARY 


Lead-Bronze Bearings on Rolling Stock 

Lead-bronze bearings are now being 
adopted on State Railways rolling stock 
instead. of the white-metal bearings pre- 
viously used. The bearings are made 
of a mixture of between 20 to 30 per 
cent lead and 70 to 80 per cent copper. 
This results in a saving of tin and anti- 
mony, which respectively formed 20 
and 15 per cent of the white-metal 
bearings. 
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There are about 16,000 lead-bronze 
bearings in use, and it is estimated that 
the life of the bearings is about 10 to 
15 years, compared with two years for 
the white-metal type. Centrifugal cast- 
ing has proved impractical for the pro- 
duction of lead-bronze bearings, which 
are cast in sand. A special workshop 
has been constructed for this purpose 
at the Landler Jeno Wagon Repair 
Works. 


IRELAND 
G.N.R. Tour to Donegal 


On Sunday, August 16, the G.N.R. 
introduced a new all-in tour from Dub- 
iin to the Inishowen Peninsula in 
County Donegal. The tour included a 
diesel train journey from Dublin to 
Londonderry, with lunch on the train, 


a motorcoach tour of the Peninsula, 
and high tea served on the return 
journey. 


Excursions at Killarney 

The famous jaunting cars are again 
being used at Killarney to take ex- 
cursionists off the C.1.E. Radio Train 
on the 14-mile trip round the lakes of 
Killarney and through the National 
Park. Because of a dispute between 
the town and country jarveys in the 
Killarney district recently, C.I1.E. had 
to provide buses to complete the tour, 
but under the new arrangement buses 
will be provided only when more than 
200 passengers arrive at Killarney. 











a few days before Christmas, and on 
journeys to the North of Scotland. 


Andre-Neidhart Suspension Units. The 


August issue of the development 
journal Torque issued by Silentbloc 
Limited and Andre Rubber Co. Ltd. 


depicts in a series of diagrams and 
illustrations details of rolling stock bogie 


suspension, and other applications 
employing Andre-Neidhart torsional, 


triangular, hexagonal, and translatory 
units. Exhibits at the Engineering & 
Marine Exhibition to be held at 
Olympia between September 3-17 will 
include working models demonstrating 
the Andre-Neidhart and _ Silentbloc- 
Interlock principle, which has many 
applications as quick-release mechanical 
and electrical couplings. Of special 
interest will be a model of an American 
forging hammer for which the Andre 
Rubber Co. Ltd. manufactured rubber 
foundation springs. 


Industrial Lighting Fittings—A new 
catalogue of industrial lighting fittings 
has been published by the Metropolitan- 
Vickers Electrical Co. Ltd. In addition 
to numerous dispersive reflectors, general 
lighting fittings include high-bay units 
for mercury and G.L.S. lamps, and 
blended light units in which both types 
of light source are combined to give a 
more pleasing colour rendering. Flame- 


proof fittings and floodlights for a 
variety of applications are also listed. 
The catalogue concludes with details of 
auxiliaries for discharge lamps, low-volt- 
age transformers for handlamps and 
local lighting, and views of noteworthy 
installations. Among the latter is an 
effective application of Metrovick flood- 
lights for siding lighting at the National 
Coal Board development scheme at 
Nantgarw, South Wales. 


Anti-Friction Engineering.—The Skefko 
Ball Bearing Co. Ltd. has recently pub- 
lished in the No. 1, 1953, issue of the 
Ball Bearing Journal a series of articles 
devoted to anti-friction engineering. 
The subjects include the power trans- 
mitting capacity of pressure joints 
assembled by oil injection, and describes 
how the surface pressure of a friction 
joint is calculated. After a recapitula- 
tion of the modern theory of friction, 
an account is given of the results, ex- 
pressed in coefficients of friction, of 
load tests carried out principally on oil- 
injection joints. Certain factors which 
have a decisive influence on friction 
are mentioned. Mention is also made 
of the fact that pressure media other 
than mineral oil, for example glycerine, 
are able to produce quite a considerable 
increase in power transmitting capacity. 
An account is also given of a new type 
of SKF spherical roller bearing of in- 
creased carrying capacity. 
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Railcar Practice in Italy 


Eight hundred railcars operated by the State Railways in main and branch 
line traffic, with a future construction programme up to a total of 990 railcars 


ITH about 800 diesel railcars 
currently in service, and an ex- 
pansion programme under way, the 
Italian State Railways are one of the 
two greatest users of railcar traction in 
Europe and probably in the world. 
Moreover they have a railcar history 
of almost 30 years; and in the apprecia- 
tion of the merits of standard models 
and of the benefits of having a number 
of cars together instead of dispersed, 
were perhaps in advance of all other 
systems. 

The first diesel in Italy probably was 
introduced in 1925, and the novelty of 
diesel propulsion was supplemented by 
the further novelty of the unit, built by 
Fiat and Brown Boveri, being a diesel- 
electric, mobile power house, the first 
in the world. This was on a private 
railway, and was designed to ease 
operating problems up a 1 in 16 grade 
previously worked by steam rack loco- 
motives. Almost coincidently — the 
State lines were beginning their trials 
of railcars, with German-built vehicles 
burning a mixture of petrol and 
naphtha introduced into the cylinders 
through a carburettor. Desultory 
further experiments continued up to 
1930 with diesel-electric railcars, also 
with Fiat and Brown Boveri as the 
collaborators in construction, and some 
of these were for steep grade (1 in 40) 
work, a principle which was _ later 
developed by the use of adhesion rail- 
cars up | in 16 grades and rack-and- 
adhesion cars up | in 13 inclines. 

A new era in branch line traction 
began in 1932 when Fiat’s first Littorina 
petrol-engine railcar was completed, At 
the time it struck an entirely new note. 
It was a lightweight car of all-welded 
integral steel construction with every 
member of the body framing taking an 
almost equal share of the loading, 
powered by an engine derived from 
road practice and _ transmitting its 
torque through a gearbox of the same 
origin, and capable of considerable 
speed—68 m.p.h. in the first cars. In 
1933 a total of 15 of these was delivered 
to the State Railways, and weighed 144 
tons empty. 


Adoption of Standard Design 


The State Railways then advanced 
further. Whilst other systems were ex- 
perimenting with diesel cars of a large 
variety of makes, the Italian State Rail- 
ways adopted this type as a_ basic 
standard. Within two years it had well 
over 100 running, of three different 
body interior arrangements and includ- 
ing ten with diesel power. As far back 
as 1933 it had realised the potentialities 
of railcars economically operated over 
lightly trafficked lines, and the enter- 
prise of the builder in laying down jigs 
and plant and evolving a comprehensive 
welding technique was amply repaid by 
the equal enterprise of the State lines in 


making use of the new power on a big 
scale. Additional to the 126 cars in 
traffic by the end of 1934, the builder 
received two separate orders each for 
100 diesel Littorina railcars in 1934—36, 
and another for 25 cars of semi-de-luxe 
express pattern. Other cars of different 
makes also were ordered in the same 
period. 


Multiple-Unit Control 


As a result, over 650 railcars were in 
stock by the end of 1938 and were 
running about 15,500,000 railcar-train 
miles a year. The railcar mileage itself 
was much higher, because from 1936 
all new cars had been equipped with 
multiple-unit control, and many services 
were operated by two cars with one 
driver. The early feature of one engine 
per car had given place to two engines 
in 1935, and this was retained for all 
new railcars until 1949. 

Up to 1938 all cars had been pro- 
vided with mechanical transmission, 
either of Italian origin and construc- 
tion as exemplified by Fiat or of 
English origin and Italian construction, 
as found in the Breda cars with their 
Wilson gearboxes and Vulcan-Sinclair 
fluid couplings. The engines had been 
of Italian design and construction in the 
Fiat cars, and of English design (A.E.C.) 
and Italian construction in the Breda 
vehicles. In 1938, after trials with three 
trial vehicles, Lysholm-Smith hydraulic 
transmission was introduced; and this, 
with the two Saurer engines which pro- 
vided the power, were built by Officine 
Meccaniche. This combination proved 
most popular, and up to the end of 
1949, when yet a further vital stage in 
development was initiated, almost 250 
cars were built to this design, 72-seat 
vehicles of 300 b.h.p. maximum out- 
put and about 35 tons empty weight, 
most of these being built jointly by 
O.M. and Fiat. 


Restricted Wartime Service 


By the end of 1940 the railcar total 
had risen to nearly 800 cars and the 
annual railcar-train mileage to 
20,000,000; but the sudden cutting off of 
practically all liquid fuel supplies after 
Italy had declared war brought about 
the curious position, which lasted until 
1944, of 790 railcars making a total of 
about 625,000 miles a year, most of 
this a skeleton service in Sardinia 
with a restricted service with cars 
adapted to methane fuel round Mantua, 
in Lombardy. Nine months later, only 
125 railcars were left in working order 
at the end of the fighting in Italy. 

This was the level from which post- 
war construction began. Many of the 
cars were repairable, and this work was 
taken in hand first, to be supplemented 
later by new construction to the prewar 
O.M.-Fiat design of Aln 772 railcar. 
But new designs had been formulated 


to take advantage of the big strides in 
engine and transmission design and per 
formance made through war experi- 
ences. As a result, the three standard 
designs for 4-ft. 84-in. gauge railcars 
had the common features of on 
engine, a horizontal engine with under- 
floor mounting, and end vestibules fo: 
intercommunication between coupled 
cars and trailers. There was, actually, 
a transition stage formed by 25 Fiat 
cars for the 950-mm. gauge lines in 
Sicily, which were the first to have the 
horizontal engine, but in 15 of which 
two engines were installed. The return 
to the principle of one engine was felt 
to be justified by the increased relia- 
bility of modern oil engines designed 
specially for traction. 


Higher Power Engines 


The newer main line cars are of con- 
siderable power, 460—480 b.h.p. in top 
output. For this a 12-cylinder twin- 
bank design was needed; and the solu- 
tion was provided by Saurer and its 
Italian licensee, O.M., with the SBD 
engine of 480 b.h.p., and by Breda with 
an engine of 460 b.h.p. Both of these 
are naturally aspirated so that a poten- 
tial increase is available by the use of 
the Biichi form of pressure charger 
should outputs of the order of 600 b.h.p. 
become desirable. Of the three designs, 
one was built throughout by O.M., 
one was built throughout by Breda, and 
the third was built by Fiat, though with 
an O.M.-Saurer engine. The first has 
Lysholm-Smith hydraulic transmission, 
the second the Breda-Wilson gearbox, 
and the third the Fiat gearbox. These 
cars have 80 and 90 seats, weigh 43 to 48 
tons empty, and have a top speed of 
80 m.p.h, 

At the present moment partial or 
total railcar services are provided over 
routes totalling about 6,800 miles, of 
which 255 are 950-mm. gauge. The 
800 cars in stock run 55,000 train-miles 
a day, and something like 85,000 rail- 
car-miles a day; and failures are re- 
ported to be one per 69,000 railcar- 
miles. A failure is defined as a defect 
which causes a delay of more than 15 
min. on a main-line service or more 
than 30 min. on a branch-line service. 
The most modern 460/480 h.p. all-steel 
welded cars, of excellent finish and 
modern interiors, cost about 70,000,000 
lire per car, the cost of construction 
having increased by no less than 45 to 
50 per cent in the last three or four years. 


Inspection 
The railcar stock operates from almost 
30 depots. These depots undertake a 
regular inspection of the cars every 
1,250 miles or so, done at a time when 
the car is rostered as “off duty” for 
several hours. ; 


(Continued on page 235) 
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Universal Material Testing Machine 


True load on the specimen determined 
by a sensitive weighing lever system 


THE testing of materials is a most im- 

portant function in railway 
mechanical engineering and other indus- 
tries, and is the means of ensuring that 
products are to the correct specification. 
The firm of Samuel Denison & Son Ltd., 
Leeds, 10, is currently producing a self- 
indicating universal tester, type T.42.B2, 
a feature of which is the method of load 
measurement. The machine is of the 
vertical type and is manufactured in 
either 30 or 50 ton capacities. 

Although oil pressure is used to apply 
the load, no measurement is made of the 
pressure in the cylinders. The true load 
on the specimen under test is accurately 
determined by means of a highly sensi- 
tive weighing-lever system, terminating 
in a dial indicator. Consequently, fric- 
tion between ram and cylinder has no 
effect on the dial readings, and an ortho- 
dox hydraulic system with packed rams 
is used, 

A further feature is the dial indica- 
tor, which has four capacity ranges 
representing full, half, fifth, and tenth 
capacity respectively, so that in effect 
there are four machines in one. The re- 
quired capacity range is brought into 
operation by the partial rotation of a 
handwheel, and only the figures appro- 
priate to the range in use are visible. By 
this method, confusion between the dif- 
ferent ranges is impossible. 

Straining Gear 

The frame of the machine comprises a 
massive cast-iron baseplate, with four 
mild steel rods carrying two steel top 
beams. The latter, which are spaced by 
the cylinders, support the weighing levers 
and thus carry both load action and re- 
action. The straining gear comprises two 
hydraulic cylinder units and an electric 
motor-driven oil pump. The cylinders 
are of cast iron with single-acting rams 
enclosing recovery springs patented by 
the firm. 

The oil-pump runs at constant speed, 
but its displacement is infinitely variable; 
control is by handwheel. Ultra-fine con- 
trol is obtained by a bleed valve which 
permits egress of oil from the cylinders 
to the tank, and it is claimed that loading 
and unloading of the specimen can be 
performed with great precision and 


Railcar Practice in Italy 
(Concluded from page 234) 


A second-grade inspection is given 
every 5,000 miles, during a similar 
normal long break; and a_ so-called 
“third-grade inspection” is undertaken 
every 30,000-60,000 miles, depending 
on the car type, the lowest figure 
referring to the oldest designs and to 
cars working at low speeds over heavily- 
graded lines. 


speed. Furthermore, the load can be 
held at a desired figure almost inde- 
finitely. 

The return is controlled by a valve 
which permits the oil to be expelled from 
the cylinders to the tank by the action 
of the recovery springs. These exert up- 
wards a force in excess of the weight 
of the straining head, so that strain can 
only be applied positively throughout 
the test. A “flyer” indicator fitted in 
the column shows the 
direction of travel of the 
straining head. 

The oil pressure unit 
comprises a_ high-speed, 
multi-piston variable dis- 
placement oil pump, 
driven through a flexible 
coupling by a constant 
speed electric motor. The 
electrical equipment in- 
cludes a squirrel cage 
continuously-rated motor, 
with push-button starter, 
having no-volt and over- 
load releases, suitable for 
230/350-V. or 400/440- 
V. three-phase 50 cycles 
supply. 


Weighing Gear 


The weighing frame 
consists of the transverse 
beam = and weighing 


wedge-box, with connect- 
ing rods and = main 
shackle. In plan, the 
transverse beam, a steel 
casting, is arranged diag- 
onally so that long spans 
can be tested; for very 
long spans, a girder can 
be placed on the trans- 
verse beam. The weighing 
frame is carried from knife-edged lever 
fulcrummed on the top beams and con- 
nected to an intermediate lever, which is, 
in turn, coupled to the dial unit through 
a weighing lever having four separate 
fulcrum knife-edges. 

A bush bearing is brought into con- 
tact with the appropriate knife-edge by 
the partial rotation of the capacity- 
change handwheel. Simultaneously, the 


figures of the capacity range in use 
At this intermediate repair stage 
the car is out of traffic seven-ten 


days, and the body is lifted and the 
bogies and machinery carefully checked, 
cleaned and adjusted. The depots 
undertake these intermediate repairs; 
but the heavy overhauls, at 100,000- 
200,000 miles, are carried out in special 
shops at Florence where over 300 
workers, technicians and administrative 
staff are employed. 


The Denison T.42.B2 universal vertical type material 


appear at the windows of the dial chart. 
The load is indicated by a dial-pointer on 
the graduated chart; a dead pointer 
mounted on the glass, and moved by 
the live pointer, indicates maximum load 
during tests. The pointer can be turned 
to zero by a knob provided on the out- 
side of the glass. 

The dial consists of a single circular 
scale engraved with minor markings of 
the chart. The major figures of the four 





= | 


testing machine 


capacity ranges (and the corresponding 
values or minor markings) are carried on 
a disc behind a masking plate, having 
sight holes. 

The self-weighing mechanism con- 
sists of a knife-edge steelyard having 
two tension springs working in oppo- 
sition, so ensuring contact of knife- 
edge and bearing. This provides a 
damping effect, which is completed by a 
dashpot. 


ENGINEERS’ CUTTING ‘Toors.—Included 
among the exhibits by the English Steel 
Corporation Limited at the forthcoming 
Third European Machine Tool Exhibition 
at Brussels, on September 4-13, will be 
show cases containing engineers’ cutting 
tools, and files, together with machine tool 
components made from varying types of 
E.S.C. steels. Also exhibited will be a 
forged steel pipe mould 13 ft. 6 in. long 
by 44 in. diameter, and a series of dies 
made from E.S.C. steels and components 
produced by the dies. 
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New Railway Construction in North America 


Tapping new sources of mineral production 
and diversions to improve movement of traffic 


HOUGH construction of new rail- 
ways conforming to the pattern of 
the world-wide railway expansion era 
has long ceased in most of the more 
sophisticated parts of the world, there 
is still considerable construction activity 
in North America. This is due to two 
main and a number of subsidiary causes. 
The principal reasons are: (a) the neces- 
sity for moving heavy traffic from newly- 
developed sources of mineral wealth, 
which only a railway can undertake, and 
(b) the demand for large-scale diver- 
sions and improvements of existing lines 
of railway. Consequently, more large 
construction works have been under- 
taken during the past few years than for 
several decadeg previously. 

As to (a), it is significant that nearly 
all the new-railway constructions in that 
category are in Canada. In our issue of 
September 19, 1952, we summarised 
these activities in an editorial article. 
Briefly they include: (1) the 360-mile 
Quebec, North Shore & Labrador Rail- 
way, now nearing completion, estimated 
to cost $125,000,000,, designed to carry 
20,000,000 tons of iron ore annually 
from the rich Ungava deposits, and de- 
scribed in several issues of The Railway 
Gazette in 1951 and 1952; (2) the 150- 
mile, $14} million Sherridon-Lynn Lake 
extension of The Pas branch of the Hud- 
son Bay Railway in northern Manitoba 
—it will serve valuable nickel-copper de- 
posits and is due to be completed this 
autumn; (3) the 43-mile branch from 
Terrace, on the Canadian National main 
line to Prince Rupert, to Kitimat, where 
the great Aluminium Works are being 
erected on Douglas Channel on the Paci- 
fic Coast of British Columbia—it is esti- 
mated to cost $14,000,000 and should be 
completed in 1954; and (4) the 85-mile 
extension of the Pacific Great Eastern 
Railway northwards from Quesnel to 
Prince George, also on the C.N.R. 
Prince Rupert line, officially opened for 
traffic on November 1, 1952. 


Construction in the U.S.A. 


In the United States there has been 
and is no comparable developmental 
construction, but large sums are being 
expended on major improvement con- 
struction works. They take the form of 
new cut-off or chad lines, diversions of 
existing lines to avoid their inundation in 
the reservoirs behind hydro-electric pro- 
ject dams, realignments, and regrading 
schemes. 

The Chicago, Burlington & Quincy 
Railroad has constructed two new cut- 
offs in recent years. In 1951 it completed 
what is known as the Centennial cut- 
off between St. Louis and Kansas City 
at a cost of $16,000,000. More impor- 
tant, however, is its recently completed 
Brookfield-Kansas City chord, built to a 
standard to permit of 90-mile passenger- 
and 60-mile freight-train speeds. It re- 


duces the through distance from Chicago 
to Kansas City by about 22 miles and, 
when the realignment and regrading 
works in hand on the 200-mile Gales- 
burg-Brookfield section have brought it 
up to the same high standard and re- 
duced the overall distance by a further 
10 miles, the time between Chicago and 
Kansas City will be reduced from 12 to 
74 hr.; 71 miles of this chord are new 
construction, with a ruling gradient of 
1 in 125, no curve sharper than 82-ch. 
radius, and bridges designed for Coopers 
E.72 loading. There is no station in 
these 71 miles, but there are six cross- 
ing loops each 7,800 ft. long and accom- 
modating 140-wagon trains. 

Though not strictly a cut-off, a cause- 
way connection between Cape Breton 
Island and the mainland of Nova Scotia 
is a work designed to shorten the 
journey-time by an hour. It carries a 
road as well as the railway, and contains 
5,500,000 cu. yd. of rock fill; it was esti- 
mated to cost $23,000,000, and is of con- 
siderable strategic as well as commercial 
importance. 

Quite recently also the Atchison, 
Topeka & Santa Fe administration has 
requested the Interstate Commerce Com- 
mission to sanction the construction of a 
46'7-mile chord line from Sanger (Texas) 
to Reinhardt in order to provide a more 
direct route from the north to Dallas, 
Texas. Another small cut-off is being 
undertaken by the Southern Pacific Rail- 
road near Los Angeles. This new 15- 
mile chord involves 84 miles of new con- 
struction work. 


Diversions to Avoid Government Dams 


A notable instance of comparatively- 
recent construction to avoid hydro- 
electric headworks was the $17,000,000 
diversion of the Southern Pacific Shasta 
line round Lookout Point dam and reser- 
voir on the Willamette River in Oregon. 
More recently, however, the Southern 
Railway has been diverted at the Cum- 
berland River in Kentucky, where the 
water is now headed up by the new 
Wolf Creek dam. Though a double line 
only four miles in length, this diversion 
was a very costly one, as it included the 
building of a great bridge 270 ft. high 
and + mile long over the since-deepened 
river. Incidentally, it is 755 ft. shorter 
than the old line and avoids an abrupt 
dip down to the old low-level bridge as 
well as two 1,000-ft. tunnels; also the 
gradients are easier and curvature is re- 
duced by 150 deg. The work was de- 
scribed in our issue of May 11, 1951. 

Another diversion recently completed, 
though not necessitated by a reservoir, 
was constructed to comply with the de- 
mands of flood control works near 
Peoria on the Toledo, Peoria & Western 
Railroad; it was described in our Sep- 
tember 12, 1952, issue. Approval has 
also been sought for the construction of 


a 10-mile diversion of the Missouri 
Pacific Railroad between Kirwin, Kan- 
sas, and Glade, to avoid the new Kirwin 
dam and reservoir; its estimated cost is 
$1:3 million. 


Realignment to Improve Operation 


Outstanding among recent improve- 
ments in the alignment of various rail- 
ways in the United States is one spread 
over the 37 miles west of Steubenville on 
the Pittsburgh-Columbus section of the 
Pennsylvania main line. Unlike most 
other realignments the primary justifica- 
tion for which is economy in haulage 
and maintenance, this one was under- 
taken mainly on account of the size of 
the old main-line tunnels. It has re- 
duced curvature sufficiently to effect an 
annual saving of some $130,000 a year, 
but its principal objective was the by- 
passing of four of these tunnels and 
other measures to permit larger-sized 
wagons to be worked over the section. 
The former cost of sorting out these 
wagons from through trains and divert- 
ing them by circuitous routes had been 
about $1,250,000 annually. With the 
abnormally high maintenace costs en- 
tailed in maintaining exact  align- 
ment and level in_ these tunnels, 
it was estimated that their elimina- 
tion would save about $1,400,000 
a year, thus justifying the $9,000,000 
outlay on the diversions, which sum was 
expected to be recovered in six years. 


Recent Construction to Ease Gradients 

Gradient-easing works in the U.S.A. 
have been even more numerous and 
have been proceeding for many years. 
One of the latest and most important is 
the Union Pacific Railroad’s 42-mile re- 
grading of the westbound track between 
Cheyenne and Dale Creek in Wyoming, 
on the approach to Sherman Summit, 
8,014 ft. above sea level. The ruling 
gradient has been eased from 1 in 65 to 
1 in 120 and the sharpest curve from 22- 
to 37-ch. radius. It is curious to note, 
however, that these improvements have 
been effected only at the expense of 
building and operating 94 additional 
miles of line and a considerable increase 
in the curvature. The eastbound track 
has not been regraded. 

In addition to the numerous major 
construction works, of which the above 
are only a few examples, there are con- 
stantly in hand great numbers of less 
extensive but often costly new works, 
such as elimination of level crossings, 
enlarging tunnels or lowering their 
floors, replacing or providing new 
bridges, and constructing new yards. 

The current policy is to provide 
ample capital for the improvement of 
all traffic facilities—freight _ traffic 
especially—and to reduce operation 
costs by undertaking new works on a 
grand scale. 
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Freight Locomotive Design in America—2° 


Later developments of the 2-8-4 locomotive 
By E. C. Poultney, O.B.E. 


—— eee 


THE operating results obtained with 
the experimental Boston & Albany 
2-8-4 locomotive quickly drew attention 
to its advantages compared with the 
2-8-2, then very extensively used for 
main line freight traffic. In 1925, the 
same year that the initial locomotive 
was placed in service on the Boston & 
Albany, a further 55 were ordered by 
the railway from the Lima Locomotive 
Works, followed in 1926 by an order 
placed with the same builders for 50 
engines for the Illinois Central. During 
the years 1927, 1928 and 1929 a total 
of 105 locomotives was ordered from 
the Lima Locomotive Works, the 
American Locomotive Company and 
the Baldwin Locomotive Works for the 
Erie Railroad, and further orders under- 
taken by the first-mentioned firm in- 


BOSTON & ALBANY 


Baldwin 2-8-4 locomotive hauling a train of empty hopper cars on the Louisville & Nashville Railroad. The train is en 


route to the Eastern Kentucky mines 


was in service on nine different railways 
by the end of 1934 or early 1935. 
The Table of dimensions, Table | 
(see Part 1), sets out the leading par- 
ticulars of representative 2-8-4 type 
locomotives built up to 1949, each of 
which is illustrated and for which the 
writer is indebted to the respective 
builders. Some comments are made 
concerning the designs of these differ- 
ent locomotives, taken in the order in 
which they appear in Table 1. The 
Boston & Albany (B. & A.) represents 
one of the later series as built by Lima. 
It is, in general, similar to the first 
design “ Al” of 1925, from which it 
mainly differs by having a trailing truck 
of the Commonwealth pattern having a 
unit cast-steel frame and which is ap- 
plied in the normal manner, the load at 





front end throttle is not fitted. Like the 
original engine, these have a “ limited 
cut-off’ of 60 per cent in full gear. 
The next example is representative of 
20 built for the Erie Railroad by Lima 
in 1929. In general, these were similar 
to the engine “ Al” and had the same 
iype of articulated hind truck, which 
was, however, improved by having a 
framing of cast steel, as compared with 
the built-up description, which did not 
prove to be altogether satisfactory on 
account of the various bolted details 
which, in practice, were found to work 
loose. 

The boilers were also larger with 
more heating surface and on account of 
the larger wheels 70 in. diameter, 
in place of 63 in., constituting a major 
improvement, the cylinders were 





Boston & Albany Railroad experimental 2-8-4 locomotive built by the Lima Locomotive Works, having a tractive effort 


cluded 25 engines for the Boston & 
Maine during 1928 and 1929. Including 
orders for locomotives of this type 
placed by other railways, a total of 298 


* Part | appeared in our August 21 issue 


with booster of 81,400 /b. 


the rear end being transferred from the 
engine frames through the medium of 
rockers which also form the self- 
centering device. 

It will be noted that the outside main 
steam pipe between the dome and 


increased in diameter from 28 to 284 in. 
The full gear cut-off was 60 per cent 
and the factor of adhesion, 3-98. The 
iocomotives built by the American 
Locomotive Company and by the Bald- 
win Locomotive Company for the Erie 


E 3 
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Erie Railroad 2-8-4 locomotive built by the Lima Locomotive Works, with articulated hind truck, with cast-steel franie 


Railroad were, in general, like those 
supplied by Lima, from which they 
mainly differed in using Common- 
wealth-type trailing trucks. 

The Atchison, Topeka & Santa Fe 
(A.T. & S.F.) locomotives, five of which 
were built by Baldwin in 1927, are inter- 
esting because they were, the writer 
believes, the first of the 2-8-4 type con- 
structed by the makers. These engines 


ville & Nashville (L. & N.) in 1942, 
which railway later, in 1948 and 1949, 
received 22 engines of the same type 
and in other respects practically iden- 
tical, from the Lima-Hamilton Corpora- 
tion. 

These engines are modern examples 
of the type having cast-steel bed 


frames with integral cylinders, type E 
superheaters, feed heaters and stokers. 


the Baldwin engines in heavy freight 
service, the writer is indebted to the 
L. & N. Railway. The engine is hand- 
ling a train of empty hopper cars and is 
leaving the terminal yards at De 
Coursey, Cincinnati, for the Eastern 
Kentucky mines. The loaded trains 
range from 8,000 to 9,000 tons. These 
2-8-4 locomotives are, the writer 
believes, the last of the type to be built 


4103 





Baldwin 2-8-4 locomotive built in 1927 for the Atchison, Topeka & Santa Fe Railway, fitted with Walschaerts valve gear 


had type A superheaters, whereas those 
previously mentioned had the larger 
type E design. They also had Wal- 
schaerts valve gear, while the Baker gear 
was used for the other engines. 


Cast-Steel Beds with Intergral Cylinders 


The following locomotive is also a 
product of the Baldwin Locomotive 
Works, one of 14 supplied to the Louis- 


They were built to work heavy coal 
trains at fairly high speeds, being 
equipped with 69-in. drivers for this 
purpose. 

The firebox heating surfaces are 
increased to a total of 463-3 sq. ft. by a 
combustion chamber, syphons and arch 
tubes. The valves are 14 in. diameter, 
operated by Walschaerts gear, For the 
illustration on page 237 showing one of 


by the Baldwin Locomotive Works and 
are a singularly neat design of fine pro- 
portions. 

The following example is one of a 
number supplied to the New York 
Central System, Pittsburgh & Lake Erie 
(P. & L.E.) in 1948. These are powerful 
engines, required to handle heavy 
mineral trains operating between the 
Great Lakes and Pittsburgh; they are, 





Louisville & Nashville 2-8-4 locomotive built by the Baldwin Locomotive Works in 1942, with cast-steel beds with integral 
cylinders 
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Pittsburgh & Lake Erie (New York Central System) 2-8-4 locomotive built by 


moreover, of historic interest for the 
reason that they constitute the last lot 
of steam locomotives to be built by the 
American Locomotive Company and 
the last turned out of the Schenectady 
Works after 97 years of continuous pro- 
duction, the Schenectady Locomotive 
Works having been founded in 1851. 
The P. & L.E. engines are remarkable 
for the very large boilers fitted, having 
a diameter of 90 in. at the front end 


1948, fitted with Baker valve gear 


the first locomotive of the 2-8-4 was 
designed and completed in 1925. These 
locomotives have the Baker valve gear, 
underhung crossheads with multiple 
bearing guides and 69 in. driving wheels. 
The firebox has a combustion chamber, 
arch tubes and syphons. A feed heater, 
stoker and type E superheater are also 
included. 

The two last engines described repre- 
sent the 2-8-4 in its final form, one, the 


the American Locomotive Company in 


found to be a distinct advantage, giving, 
as it did, more room for the balance 
weights in the wheel centres. 
Compared with the Mikado, the 2-8-4 
provided about 20 per cent more trac- 
tive force for about the same factor of 
adhesion, but the area of the firegrate 
was, in general, increased by from 


about 40 to 50 per cent, representing a 
similar increase in steaming capacity 
and power output. 





Nickel Plate District, New York, Chicago & St. Louis Railroad 2-8-4 locomotive, built in 1949 by the Lima Works of 


the Lima-Hamilton Corporation 


next the smokebox. The working steam P. & L.E., with relatively small diameter 


pressure is in this case 230 Ib. per sq. in. 


drivers, and the N.Y.C. & St. L. with 


The introduction of the four-wheel 


trailing truck, as fitted to the first 2-8-4 
locomotive in 1925 and its subsequent 
development, constituted one of the 
major advances in the design of high 
power locomotives. The extremely 
powerful high speed 4-6-4 and 4-8-4 
types, which marked the later develop- 
ments in steam locomotive practice in 
North America and elsewhere, are 
directly related to the first 2-8-4 type 
locomotives, which have formed the 
subject of this article dealing with the 
earlier and latest developments of the 
type. 


and with 26 in. by 32 in. cylinders and 69-in. wheels. The earlier 2-8-4 designs 
63 in. drivers the maximum tractive were frequently fitted with the smaller 
force is 67,130 lb. In common with 63-in. drivers, which had become a stan- 
modern New York Central practice, dard size for the more modern of the 
these engines have the Baker valve gear. earlier 2-8-2 engines. However, later 

For the New York, Chicago & St. 2-8-4 locomotives had either 69 or 
Louis Railroad, Nickel Plate District 70 in. wheels, as being more suitable for 
(N.Y.C. & St. L.), the Lima Locomotive operation at higher speeds, made pos- 
Works of the Lima-Hamilton Corpora- sible by the ample boiler power avail- 
tion built ten 2-8-4 engines in 1949, able due to the 2-8-4 wheel arrange- 
generally similar to 15 supplied to this ment. In addition, the provision of 
railway in 1934. These engines are of large diameter drivers was, from the 
special interest in that they are the last point of view of the balancing of the 


to be built at the Lima Works, where revolving and _ reciprocating masses, (Concluded) 





INVESTIGATION OF ENGINE WEAR.—Some and B.P. Limited at its Engineering and millionth of an ounce of metal can be 
forms of radio-active tracer are already Marine Exhibition, to be held at Olympia, detected. Actual engine wear is electroni- 
used for medicine and other purposes, and on September 3—17. The unit used forthe cally calculated and the result transmitted 
now techniques open up possibilities of demonstration will be a single-cylinder, to a continuous recording graph while the 
research in many other fields. The use of compression-ignition engine fitted with a engine is running. A short film will also 
radio-active isotopes in its investigation of piston ring irradiated in the atomic pile at be shown in the sound-proof theatre on 
engine wear will be demonstrated for the Harwell. It is said that extremely accu- the stand, depicting and explaining the 
first time in this country by Shell-Mex rate wear measurement is possible; one new technique. 
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Ballast Cleaning with Single-Track Occupation 


Dirt discharged into hopper for delivery 
into dumper running on wagon floors 





Matisa excavator, cleaning screens, and conveyors feeding dirt to hopper 


XPERIMENTS have been made on 
the North Eastern Region with 
methods involving the occupation of 
only one track when using mechanical 
ballast cleaners. 

For some time now British Railways 
have used Matisa mechanical ballast 
cleaners. These are self-propelled, 
rail-mounted machines consisting essen- 
tially of an endless-chain bucket ex- 
cavator operating ahead of itself and 
conveying the existing ballast from be- 
tween and beneath the sleepers to screens 
which discharge the clean ballast into 
the four-foot behind the machine as it 
moves ahead. Simultaneously the dirt 
thus separated is delivered into wagons 
on an adjoining line. The machine 


Close-up of intermediate conveyor and hopper mounted 
on steel framework on flat wagon 


travels over track from beneath which 
the ballast has been removed and the 
sleepers are therefore propped at in- 
tervals on temporary timber blocks. 

If the dirt cannot be discharged on 
adjoining bank slopes, this operation 
has always involved possession of two 
tracks. In the present experiment, how- 
ever, the conveyor discharging the dirt 
drops its material on to a second con- 
veyor mounted on a rail wagon, which 
in turn delivers the material into a 
hopper on a simple steel framework 
carried on a flat wagon. This frame- 
work is of sufficient headroom to per- 
mit a low type of dumper to travel 
underneath it. 

The dirt is released from the top hop- 


per into the dumper through drop doors 
and the dumper then travels the length 
of the train and tips the dirt int 
wagons standing on the same line. Re 
sults to date are most encouraging anc 
an output has been achieved approach 
ing that obtained when screening int 
wagons on an adjoining road. 

This method is in use on the French 
National Railways where, instead of an 
intermediate conveyor between the bal- 
last cleaner and the hopper, the con- 
veyor of the ballast cleaning machine 
itself has a cranked horizontal exten- 
sion over the hopper. The adoption 
of this system is being considered for 
use on British Railways. 

These experiments were carried out 
under the direction of Mr. A. Dean, 
M.Inst.C.E., Civil Engineer, North 
Eastern Region. 


PASSENGER SERVICES WITHDRAWN FROM 
BEAMISH.—British Railways are to close 
the passenger station at Beamish, North 
Eastern Region, and convert the goods 
depot into an unstaffed freight public de- 
livery siding on and from Monday, Sep- 
tember 21. Alternative road service for 
passengers is operated by the Northern 
General Transport Co. Ltd., which gives 
a bus every 15 minutes between Beamish 
and Chester-le-Street at a stop about 250 
yards from Beamish station. Parcels 
traffic will be diverted to Chester-le- 
Street station from which point the exist- 
ing road collection and delivery services 
will be maintained. There will be no 
change in the present arrangement whereby 
freight “smalls” traffic is concentrated at 
Chester-le-Street. Full-load traffic —_re- 
quiring cartage will be dealt with at the 
latter station while not-carted full load 
traffic will be accommodated at the public 
delivery siding. 





A dumper travelling along the wagon floors removes 


material from hopper 
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Diesel-Operated Shunting Tractor 


Designed to move wagon loads up 
to 150 tons on straight level track 





The Auto-Shunter crossing the track to take up its shunting position 


A DIESEL engine-operated shunting 

tractor in which the front buffer 
plate width permits the tractor to shunt 
from a parallel position outside the rail, 
as well as straddling the track so that 
shunting operations can be carried out 
from the most favourable position, 
has recently been designed by Epping 
Engineers Limited. Furthermore, a 
freely pivoting front axle and special 
tyres, together with the application of 
steering brakes, enable the shunter to 
cross points and crossings even from un- 
favourable angles of approach and re- 
duce turning circle radius. This feature 
makes the tractor particularly adaptable 
for operating in station yards, docks, or 
factory sidings. 

Known as the Epping Auto-Shunter, 
the tractor has been designed to move 
loads up to 150 tons on straight level 
track. Particular attention has been paid 
to weight distribution, and also to the 
design of the front axle assembly. Ballast 
weights are carried immediately behind 
the rear wheels, and this in conjunction 
with liquid-ballasted rear tyres enables 
the shunter to exert maximum tractive 
effort. 


Design Features 


The shunting tractor is powered by a 
four-cylinder Fordson Major diesel en- 
gine, developing 42 b.h.p. at 1,700 r.p.m. 
A Simms fuel pump is fitted providing 
direct-fuel injection by four hole-type 
atomisers. Six forward and two reverse 
speeds provide a range of road speeds 
of from 1-7 to 10:75 m.p.h. Final drive 
is through a semi-floating, four-pinion 
differential running on roller bearings. 
A special differential lock provides a 
solid axle drive to increase tractive effort. 

Two foot pedals are provided (which 
may be employed separately or together) 
and operate powerful self-energising, 
two-shoe internal expanding brakes on 


either side of the transmission counter- 
shaft. Used separately, the braking 
system assists manceuvring in confined 
space, and facilitates the crossing of 
railway tracks. It is emphasised that the 
independent braking system must not be 
used when the differential lock is en- 
gaged. 

The front and rear buffer beams, 6 ft. 
8 in. x 1 ft. 10 in. x 4 in thick., and 
6 ft. x 1 ft. 8 in. x 4 in. thick respec- 
tively of mild steel mounted on hard- 
board, are carried on a substantial frame 
of rolled steel channel section. The 
width of the front-buffer beam permits 
the splitting of trains from the parallel 
position. The front axle is of heavy sec- 
tion mild steel mounted at the front of 
the engine on a trunnion, giving three- 
point suspension; heavy radius rods are 
fitted, and the steering gear is of the re- 
circulating ball type with 24 to | ratio. 
The turning circle radius is 12 ft. 8 in., 
which figure can be reduced with assist- 
ance from the steering brakes. 


Front and rear towing hitches are 
fitted. The front towing hitch is mounted 
on the main frame, the pin being held in 
position by spring-loaded pawl and 
allowing quick uncoupling. The rear 
towing hitch is mounted under the trans- 
mission housing; vertical and horizontal 
adjustment is available by quick-release 
pins; other types can be fitted if required. 

A weatherproof cap of sheet-metal 
construction fitted with safety glass win- 
dows providing full visibility for the 
operator is available as optional equip- 
ment at extra cost; a windscreen wiper 
and rear view mirror are fitted. The 
shunter is 11 ft. 7 in. long over buffers 
and 6 ft. 9 in. to the top of the driver’s 
cab. The electrical equipment includes 
a 12 V. starter motor, and a two-brush 
generator with automatic voltage control 
regulator unit belt-driven from the 
crankshaft. 

The robust design and construction 
enables it to withstand torsional stresses 
set up when operations are carried out 
on difficult sections of track. Optional 
equipment and variations to standard 
equipment include driver’s cab, front and 
rear mudguards, and shunter’s seat and 
pole. In addition, buffer plates of 
special design to meet individual shunt- 
ing or towing requirements are avail- 
able. Finishes are in individual colours 
and lettering as desired. 








BRITISH ENGINEERS’ ASSOCIATION AT 
OLympPiIA.—On the British Engineers’ Asso- 
ciation’s stand at Olympia, which is shared 
by the British Electrical & Allied Manufac- 
turers’ Association, visitors to the Engineer- 
ing, Marine and Welding Exhibition will 
see a striking centrepiece serving as a re- 
minder of man’s basic needs—food, cloth- 
ing warmth, shelter and transport. Asso- 
ciated therewith is shown a film strip, 
“ Engineering in the Service of Mankind.” 
The Association’s posters throughout the 
exhibition halls seek to stimulate the 
younger visitors to make engineering their 
career. 





Shunting with the wheels straddling the track. Up to 150 tons can be handled 
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Improvement in Signal Spectacle Glazing 


Shock absorption and taking up of thermal differential expansion 


JR EPLACEMENT of broken signal 
spectacle glasses secured by putty 
and bifurcated rivets is a slow and 
laborious task involving the complete 
removal of old and age-hardened putty 
before the new glass can be secured 
with new rivets and fresh putty. The 
job has to be carried out from the 
signal ladder under all conditions, fre- 


quently at night, when the broken 
spectacle glass is generally first 
observed. 


An improved method of glazing is 


SIGNAL ARM SPECTACLE 






RUBBER EXTRUSION 








! 
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SPECTACLE GLASS ard 


Cross section of rubber glazing ring, 
showing seating on signal arm and 
spectacle glass in position 


being introduced in the London Midland 
Region of British Railways, using glazing 
rings of an extruded rubber section 
which hold the glasses firmly in posi- 


tion, provide a shock-absorbing seat- 
ing and take up the differential 
thermal expansion between glass and 
spectacle. A cross-section of the rub- 
ber glazing ring showing the seating on 
the signal arm and the spectacle glass 
in position is shown in the illustration. 


Method of Replacement 


The replacement glass is first fitted 
with its rubber glazing ring and the 
rubber flange which is to grip the spec- 
tacle is pressed up to be clear of the 





i™ 


spectacle aperture during insertion, aiid 
held in this position by a metal former 
which -will pass through the spectac'e 
glass aperture. 

The old glass is removed, and the 
new glass in its rubber glazing ring is 
held against the rear of the spectacle; 
the metal former, which is in position 
in the spectacle glass aperture, is then 
pulled off, passing through the aper- 
ture, releasing the rubber flange which 
grips the spectacle firmly, holding the 
glass securely in position. 
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The portable welding equipment type 300/4 manufactured by British Twin Disc & Clarifiers Limited. The illustration on 
left shows voltage and current controls, that on the right shows the equipment in situ during bridge repairs by welding. 
(See our last week’s issue, p. 218) 
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PERSONAL 


H. E. Senhor Don José Americo has been 
appointed Minister of Transport for Brazil. 


Senhor Othom Aranya de Lima has been 
appointed Head of the National Department 
of Railways, Brazil. 


Mr. Cyril R. Dashwood, C.B.E., Chief 
Accountant, Western Region, British Rail- 
ways, who is retiring on August 31, was 
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G.W.R., and he became Assistant Accoun- 
tant (Audit Section) in 1919. His appoint- 
ment as Assistant Accountant of the Great 
Western Railway took place in 1922, and 
he became Assistant General Manager in 
1934. He was subsequently promoted to 
be Chief Accountant in 1938. Mr. Dash- 
wood was Chairman of the Railway Ac- 
countants’ Commiitee from 1940 to 1948 
and of the Statutory Railway Control 
Agreement Rules Committee during the 
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effective August 1. His former position of 
General Superintendent, Atlantic Region, 
will be abolished. 


Mr. Prem Nath, Controller of Stores, 
North Eastern Railway, India, who, as 
recorded in our July 31 issue, has retired, 
was born at Lahore on June 21, 1898. 
After graduating from Forman Christian 
College in 1919, he joined the North 
Western Railway on August 13, 1920, 





Mr. Cyril Dashwood 


Chief Accountant, Great Western Railway and British 
Railways, Western Region, since 1938 


born in Norwich on June 4, 1888. He en- 
tered the service of the Great Western 
Railway in 1902, and was posted to the 
Locomotive & Carriage Department, 
Swindon, In 1907, Mr. Dashwood was 
awarded the Chairman’s Prize, and, in 
1908, he was transferred to Paddington as 
Private Secretary to the Chief Accountant. 
He was awarded the Brunel Medal of the 
London School of Economics in 1910, and 
in the same year he was appointed Secre- 
tary to the Committee of Railway 
Accountants. This committee was formed 
to consider the question of securing uni- 
formity in rendering returns under the 
Railway Companies (Accounts & Returns) 
Act of 1911. In August, 1914, Mr. Dash- 
wood became Secretary to the Accoun- 
tants’ Sub-Committee of the Railway 
Executive Committee and to the Compen- 
sation Accounts (Government Control 
Agreement) Sub-Committee. He was 
awarded the O.B.E. for his services in con- 
nection with these committees. In August, 
1916, he was appointed Book-keeper, 


period of Government Control of Rail- 
ways, 1939-47. He was financial witness 
on behalf of the railway companies to the 
Charges Consultative Committee set up 
by the Minister of Transport in 1946, and 
he took up a prominent part in the nego- 
tiations on behalf of the railway com: 
panies for the settlement of the terms of 
compensation on the nationalisation of the 
railways leading up to the Transport Act 
of 1947. He is a Director of City of Ox- 
ford Motor Services Limited, Devon 
General Omnibus & Touring Co. Ltd., 
Birmingham & Midland Motor Omnibus 
Co. Ltd., Penarth Pontoon Slipway & Ship 
Repairing Co. Ltd., and the Fishguard & 
Rosslare Railways & Harbours Company. 
He was awarded the C.B.E. in the 1948 
Birthday Honours List. 


Mr. R. B. Graham, General Superin- 
tendent, Atlantic Region, Canadian 
National Railways, has been appointed 


Assistant General Manager of the Atlantic 
Region, with headquarters at Moncton, 


Mr. Prem Nath 


Controller of Stores, North Eastern Railway, 


India, 1952-53 


with which system he worked as an Assis- 
tant Controller of Stores and for some 
time as a District Controller of Stores. 
In 1944 he was transferred to the Bengal 
Assam Railway, and was subsequently 
promoted as Deputy Controller of Stores. 
After two years he was transferred to the 
Oudh & Tirhut Railway as officiating 
Controller of Stores and confirmed in this 
position in March, 1947. Subsequent to 
the regrouping of the railways in India 
into six zones, Mr. Prem Nath continued 
to work as the Controller of Stores of the 
newly-formed North Eastern Railway with 
effect from April 14, 1952. 


Mr. C. Birch, District Operating Super- 
intendent, Wakefield, British Railways, 
North Eastern Region, has been appointed 
District Operating Superintendent, Sun- 
derland. 


Mr. Clyde J. Fitzpatrick, General Man- 
ager, Illinois Central Railroad, becomes 
Vice-President in charge of operation. 
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Mr. K. C. Pathak 


Appointed Government Inspector of Railways, 
Lucknow, Indian Railways 


Mr. K. C. Pathak, C.E.(Hons.), M.LE. 
(India), Government Inspector of Rail- 
ways, Indian Railways, was born on Sep- 
tember 22, 1908, and educated successively 
at Agra College, Agra, Allahabad Uni- 
versity, and at Thomason Civil Engineering 
College, Roorkee, from where he passed 
out as a Civil Engineer after having ob- 
tained the Thomason Memorial Gold 
Medal as the best engineer of the class in 
1930. He joined the Indian Railway Ser- 
vice of Engineers on July 29, 1931, and 
was drafted to the late Great Indian Penin- 
sula Railway. He worked as Assistant 
Executive Engineer up to 1944, when he 
was promoted as an Executive Engineer. 
He held the posts of Executive Engineer 
(Special Works), Nagpur, Engineer-in- 
charge Permanent Way and Stores, and 
Engineer-in-charge, Surveys & Develop- 


ments at the Headquarters office in Bombay. 


He joined the Railway Inspectorate under 





Mr. M. G. E. Lambert 


Appointed District Goods Superintendent, 
Warrington, London Midland Region 


THE RAILWAY GAZETTE 





Mr. G. Thomson 


Assistant (Outdoor Machinery & Electrical) 
Mechanical & Electrical Engineer, Scottish Region 


the Ministry of Communications on 
November 19, 1948, and worked in the 
Headquarters office of the Railway In- 
spectorate at Simla up to December, 1949. 
From December 17, 1949, he held charge 
of the post of the Government Inspector 
of Railways, Circle No. 2, at Calcutta. In 
the redistribution of jurisdictions, his 
headquarters has been shifted to Lucknow. 


Mr. George Thomson, Assistant (Out- 
door Machinery & Electrical) Mechanical 
& Electrical Engineer, British Railways, 
Scottish Region, who retired on July 31, 
joined the service of the Glasgow & South 
Western Railway at Kilmarnock in 1919 
as Electrical Assistant to the Chief 
Mechanical Engineer. Previously, he had 
been associated with electrical plant and 
machinery installations on Clydeside ship- 
yards, and for a time with work connected 
with textile mill machinery, mining machi- 





Mr. J. R. Sampson 


Appointed District Operating Superintendent, 
Barrow-in-Furness, London Midland Region 
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Mr. R. Neesham 


Appointed District Engineer, Newcastle, 
North Eastern Region, British Railways 


nery and electrical generation. Among 
the projects with which he was concerned 
was the installation of electrical equip- 
ment on warships (he was engaged in the 
electrical installation of H.M.S. Argus, 
one of the first aircraft carriers built for 
the Admiralty), submarines, and with the 
airship R.34. In 1923 Mr. Thomson was 
in the Electrical Engineer’s Department 
of the Scottish Division of the London 
Midland & Scottish Railway, Glasgow, and 
took an active part in the development 
and installation of coal conveyors and 
cranes for handling coal and merchandise 
at the company’s docks in Scotland. Ap- 
pointed Assistant (Outdoor Machinery & 
Electrical) Mechanical & Electrical Engi- 
neer (Scotland) in 1939 and located at 
St. Rollux, Glasgow, Mr. Thomson was 
responsible to the Mechanical & Electrical 
Engineer for the development schemes in 
connection with the modernisation of 





Mr. A. Berriman 


Head of Press Advertising Section, 
Southern Region, 1925-53 
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motive power depots, dock machinery and 
plant, mechanisation of goods depots and 
installation of cranes, power and lighting 
for both railways and docks throughout 
Scotland. 


Mr. R. Neesham, A.M.LC.E., District 
Engineer, Bradford, British Railways, 
North Eastern Region, who has been ap- 
pointed District Engineer, Newcastle, be- 
gan his railway career in 1923 at New- 
castle under Mr. F. E. Harrison. After 
holding appointments on the North East- 
ern and Eastern Areas of the L.N.E.R., 
he joined the London Passenger Transport 
Board in 1930 as an assistant in the Per- 
manent Way Department, where he was 
engaged on New Works on the Western 
and Northern extensions of the Piccadilly 
Line, the Metropolitan Line improvements 
and the extension of the Bakerloo Line. 
In 1938 he returned to the L.N.E.R. as 
Senior Assistant (General) in the Kings 
Cross District Office and in 1942 was ap- 
pointed Assistant District Engineer, New- 
castle (Acting) and subsequently con- 
firmed in this appointment in 1946. Be- 
tween February, 1948, and September, 
1950, Mr. Neesham was called upon to 
act as District Engineer at Newcastle and 
Leeds Stanningley. He was appointed 
District Engineer at Bradford in July, 
1951, which position he now leaves on his 
return to Tyneside. 


Mr. M. G. E. Lambert, who, as recorded 
in our August 7 issue, has been appointed 
District Goods Superintendent, Warring- 
ton, London Midland Region, British 
Railways, joined the Shropshire Union 
Railway & Canal Company as a junior 
clerk at Chester in 1914. In 1921, when 
the Canal ceased to act as carriers, Mr. 
Lambert transferred to the L.N.W.R. He 
served in various capacities at Euston and 
at goods and passenger stations in the 
Northampton district. In 1939 Mr. Lam- 
bert was appointed to a committee en- 
gaged in modernising and mechanising 
goods terminal operations and became 
Goods Agent, Gloucester, in 1944. Mr. 
Lambert went to Leicester in 1945 as 
Assistant District Goods & Passenger 
Manager and to Broad Street in 1948 as 
Assistant Goods Superintendent (Com- 
mercial), the post he leaves for his present 
appointment. 


Mr. J. R. Sampson, Assistant District 
Operating Superintendent, Nottingham, 
British Railways, London Midland Re- 
gion, who has been appointed District 
Operating Superintendent, Barrow-in-Fur- 
ness, was educated at Queen Elizabeth's 
Grammar School, Alford, and began his 
railway career with the L.M.S. in 1930. 
After experience in a number of depart- 
ments he was selected as a Traffic Appren- 
tice in 1937. During the war Mr. Samp- 
son was commissioned in the Royal Engi- 
neers and was awarded the M.B.E. (Mili- 
tary Division) and mentioned in des- 
patches. On return from war service Mr. 
Sampson became Yardmaster, Leicester, 
and, in 1946, he was appointed Assistant 
to District Operating Manager, Notting- 
ham, British Railways, London Midlands 
Region. He was appointed Assistant Dis- 
trict Operating Superintendent, Notting- 
ham, in 1948. 


Mr. Arthur Berriman, Head of the Press 
Advertising Section of the British Rail- 
ways (Southern Region), Publicity Office, 
who is retiring on4August 31, 1953, will 
on that date have completed more than 
42 years railway service. Mr. Berriman 
was educated at Andover Grammar 
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School and joined the London & South 
Western Railway in March, 1911, after 
earlier training in accountancy. He spent 
a year at Andover Junction gaining book- 
ing office and general railway experience, 
and, in March, 1912, was promoted to 
the Superintendent of the Line’s Office at 
Waterloo Station. When the first Ad- 
vertising Department was formed, Mr. 
Berriman was one of the original mem- 
bers and, in 1913, was transferred to the 
General Manager’s Office when the first 
Publicity & Continental Department was 
formed under the then General Manager, 
Sir Herbert Walker. During the 1914-18 
war, Mr. Berriman served in France from 
March, 1915, to August, 1919, with the 
railway’s section of the Royal Engineers. 
He returned to the Publicity Department 
after the war and, when the Southern Rail- 
way group was formed in 1923, he con- 
tinued in that department until the 
nationalisation of the railways in 1948, 
when the Southern Railway Publicity De- 
partment became streamlined into the 
present organisation. He served on many 
committees connected with publicity, ad- 
vertising, docks, hotels, cheap tickets and 
excursions, Continental services, railway 
air services, etc. During the last war he 
served with the Railway Executive Pub- 
licity Committee. He became Secretary 
of the newly-formed Southern Railway 
Sports Club at Raynes Park in 1923, and 
continued this work until forced by ill- 
health to relinquish it in 1942. Mr. Berri- 
man is wellknown as a writer of light 
verse on railway topics, much of which 
has appeared in this journal. 

At Waterloo on August 21 Mr. Berri- 
man was the recipient of a presentation 
by Mr. F. D. Y. Faulkner, Public Rela- 
tions & Publicity Officer, Southern Region, 
on behalf of his colleagues. Those present 
included Mr. G. Wynne Davies, O.B.E., 
Advertising Officer, Railway Executive, 
and a number of those with whom Mr. 
Berriman had long business associations. 

To ARTHUR BERRIMAN 

RETIREMENT 
Born on the banks of gentle Test, 
Where troutlet-fed kingfishers nest, 
You kept throughout your hectic days 
In advertising’s devious ways 
The poetry of that good earth, 
Sweet-clinging from your 

birth. 
Ungrudging source of commonsense, 
Sheet-anchor of experience— 
We bid farewell with little save 
Our thoughts of help you freely gave. 
Long live your days by chalk-stream banks 
Where anglers lure the speckled ranks 
And taste at pearly evening rise 
The may-fly kiss of memories. 
G. R. W. 


(A.B) ON HIS 


Hampshire 


Mr. Alexander R. Milne, Stationmaster, 
Manuel, British Railways, Scottish Region, 
has been appointed Stationmaster, Ballater. 


A Memorial Service to the late Mr. W. J. 
Elliott, whose death was recorded in our 
July 31 issue, was held at Holy Trinity 
Church, Kingsway, W.C.1, on August 21 
at 2.45 p.m. In addition to family mourn- 
ers, which included Mr. Harold W. Elliott, 
son of the late Mr. W. J. Elliott, and Chief 
Traffic Officer of the Road Haulage Execu- 
tive, the following were present : — 

British Transport Commission: Sir John 
Benstead, Deputy Chairman. 

Railway Executive: Messrs. K. W. C. 
Grand, Chief Regional Officer, Western 
Region, C. R. Dashwood, Chief Account- 
ant, Western. Region, Gilbert Matthews, 
Operating Superintendent, Western Region. 
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Road Haulage Executive: Major- 
General G. N. Russell, Chairman, Messrs. 
C. Barrington, Harold E. Clay, A. Hender- 
son, Members, H. T. Dutfield, P. J. R. 
Tapp, Part-Time Members, G. E. Orton, 
Public Relations Officer, S. E. Raymond, 
Chief Staff & Welfare Officer, N. D. Fawk- 
ner, D. H. Foulds, S. F. Kneller, Deputy 
Chief Traffic Officers, N. C. McPherson, 
Divisional Manager, North Eastern Divi- 
sion, Charles Bostock, Divisional Manager 
(Special Traffics (Pickfords) Division), ac- 
companied by all his departmental mana- 
gers and many other members of the old 
Pickfords’ staff, including drivers and 
fitters. 

Also present were Sir James Milne, 
former Director and General Manager of 
the Great Western Railway, Sir Charles 
Newton, former Chief General Manager 
of the London & North Eastern Railway, 
Sir Ben Smith, Messrs. Frank Cousins 
(representing the T.U.C.), F. H. Oakey 
(representing the proprietors of MHay’s 
Wharf Cartage Co. Ltd.), and H. C. Tree 
(representing Mr. Frank W. Crews, Sec- 
retary, Institute of Transport). 

Mr. E. Orton, Public Relations 
Officer, Road Haulage Executive, played 
the organ while the congregation was 
assembling. 


Mr. Harry J. Klingler, a Vice-President 
& Director of General Motors Corporation, 
has been appointed a Director of the Grand 
Trunk Western Railroad. 


Mr. E. C. McKinnon, M.LE.E., Chief 
Engineer, Chloride Batteries Limited, has 
retired after over sixty years’ service to 
the company. 


Mr. A. E. Bagg has relinquished his 
position with Industrial Guarding Equip- 
ment Limited to take up the appointment of 
Managing Director of Press Guards 
Limited, Birmingham. 


Mr. R. M. Hilary is joining D. Napier 
& Son, Limited, in September as Com- 
mercial Manager. This is a new post in 
the Napier organisation. Mr. Hilary will 
co-ordinate and develop all commercial 
activities both at home and overseas. 


Mr. F. Wallis, founder of Glynwed Tubes 
Limited, has retired from the chairmanship, 
but is remaining on the board. Mr. W.G. A. 
Russell has been elected a Director and 
appointed Chairman of the company. Mr. 
W. H. B. Halton has also retired from the 
board, and Mr. N. Forbes, the Secretary of 
the company, has been elected to fill the 
vacancy. 


An informal cocktail party was held at 
the Savoy Hotel, London, on August 14, to 
welcome Mr. Guy J. Coffey, President of 
the Chicago Pneumatic Tool Company of 
New York, and Chairman of the Consoli- 
dated Pneumatic Tool Co. Ltd. He is 
making a six weeks’ business trip embrac- 
ing visits to the company’s factories at 
Fraserburgh and Aberdeen and branch 
offices on the Continent. 


Mr. Robert W. Asquith, Mr. H. J. D. 
Kearns, Mr. W. J. Morgan, M.B.E., and 
Mr. R. D. G. Ryder, who are representa- 
tives of the manufacturers’ section of the 
Machine Tool Trades Association, have 
been elected delegates to the European 
Committee for Co-operation of the 
Machine Tool Industries in connection with 
the Third European Machine Tool Exhibi- 
tion, to be held in Brussels from Septem- 
ber 4 to J3 
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Ministry of Transport Accident Report 


Nottingham 


Victoria, June 30, 


1952: 


British Railways, London Midland Region 


Colonel D. McMullen, Inspecting Officer 
of Railways, Ministry of Transport, in- 
quired into the accident which occurred at 
7.42 p.m. on June 30, 1952, at Nottingham 
Victoria when the 4.50 p.m. “South York- 
shireman” express, Marylebone to Brad- 
ford, consisting of 11 coaches, drawn by 
a class “A.3” Pacific No. 60054, and a 
class “B.1” 4-6-0 engine No. 61126, and 
having a brake percentage of 72, booked 
to stop, over-ran the platform starting 
signal at danger and collided about 15 yd. 
ahead of it with a class “B.1” shunting 
engine, running tender first and propelling 
two coaches. 

The combined speed was about 15 to 
20 m.p.h. Six passengers and the crew of 
the shunting engine received minor injuries. 
The down fast line was obstructed but 
restored to traffic at 12.35 a.m. the next 











marked but he knew it was on the signal 
box side of the fouling point between the 
middle road and the down fast line. He 
admitted these statements were conflicting 
and could not reconcile them. He had 
never asked anyone’s advice on the matter. 

Another signalman, who had worked for 
over 2 years in the box, said he knew 
the instructions forbade such movements 
but he had frequently made them because 
“minutes are so precious.”” Both men said 
it was usual for signal 85 to be lowered 
for a stopping train entering the No. 4 
platform but drivers usually stopped short 
of it, although sometimes a double-headed 
train would pass it slightly to allow the 
second engine to take water from the 
column. 

The signal inspector said the instruction 
clearly did not allow movements through 


signal, but did not know it was at dang 
speed was not reduced at all. He saw n 
shunting movement. His wheels did no 
pick up. He concluded something w 
wrong with the brake. Probably the second 
driver had the small ejector open. 

He spoke about the possibility of a 
failure to his fireman but nobody else, no; 
even the District Motive Power Superin 
tendent, but did mention it in a written 
report that evening. He always assumec 
the North box home to be at danger and 
braked short. Never was there need to 
pass it to bring all coaches to the plat 
form. Usually he ran in at 10 to 20 
m.p.h., sometimes faster. 

The fireman had worked on the main 
line for several years, but this was hi 
first trip with this driver, whose evidence 
his own supported. The brake appeared 
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day. The weather was fine and dry. The 
down lines run through the station at 1 in 
528 and are subject to a 10 m.p.h. speed 
limit, preceded by one of 30 m.p.h. for 
some 1,880 yd. A local instruction 
authorises the acceptance of a down pas- 
senger train requiring to stop in the station 
if the line is clear to a point 8 yd. south 
of the south end of the North signalbox. 
This is actually 39 yd. beyond signal No. 
85; this means that movements between 
the down fast line and the middle road 
over cross-over 56 are not allowed after 
accepting a train up to signal 85 at 
danger, as the fouling point is only about 
15 yd. beyond the signal. 


Course of Events and Evidence 

The train arrived 4 min. late and its 
average speed from Leicester, 23} miles 
away, had been just over 52 m.p.h. It 
must have been travelling at 65 to 70 
m.p.h. over the greater part of the distance. 
All signals were at clear except signal 85 
and the distants for the three station boxes 
and the one immediately in rear. 

The signalman on duty in the North 
box, who had worked there for over four 
years, said he accepted the train under 
Block Regulation 4 and then allowed the 
station pilot engine and coaches to come 
from a dock and stand on the down main, 
when he reversed crossover 56 and sig- 
nalled the engine back to the middle road. 
He thought the instruction allowed this 
and said he had frequently made the move- 
ment. The acceptance point was not 


crossover 56 after acceptance of a train 
on the down fast. Had he known the 
signalmen made them he would have 


stopped it. 


He invariably questioned sig- 
nalmen on 


instructions before qualifying 
them, but not always at annual examina- 
tions. No signalman had asked him to 
interpret any part of the North box in- 
structions and he had never heard it sug- 
gested that crossover 56 should be inter- 
locked with the East box home signal. 

The driver of the leading engine, No. 
60054, knew the line well. He attached to 
the train engine at Leicester and both 
moved backwards to the train, the second 
controlling the movement by the steam 
brake. Vacuum was destroyed to enable 
coupling up to be done and then 20 in. 
was created, and maintained without diffi- 
culty throughout the journey. He thought 
he reached a speed of 65 to 70 m.p.h. 
after Leicester, but was not travelling 
faster than usual. 

He observed the signals approaching 
Nottingham and the brake responded cor- 
rectly when he dropped vacuum 10 in. to 
deal with an adverse distant and the 30 
m.p.h. restriction. He and the fireman 
saw the East box home, but he did not 
see the North box one. He estimated speed 
on entering the platform as 10 m.p.h. but 
at another time in his evidence put it at 
10 to 20. He made a final brake appli- 
cation to stop at signal 85 when passing 
the overbridge and destroyed vacuum 
completely. The brake appeared not to 
respond and he realised he would pass the 


not to respond, neither with the light appli- 
cation nor when the handle was pulled 
right down. Speed was not out of the 
ordinary. 

The driver of the second engine, No. 
61126, felt the brakes respond when vacuum 
was reduced approaching Nottingham. 
When the usual final application was made 
he felt his brakes come on; speed was 
reduced. He though a perfect stop would 
be made and did not realise the situation 
until the last. He had no time then to 
work the steam brake handle. In any 
case the brakes were hard on. He con- 
sidered the leading driver must have mis- 
judged the stop and had no suspicion of 
any failure. That driver mentioned none 
to him. His own brakes had worked cor- 
rectly and given no trouble the previous 
day. 

The shunting engine fireman, 
under the driver’s supervision, said the 
train was coming in “pretty fast.” He knew 
it would reach him so applied the steam 
brake hard. 

The station inspector heard no sound 
of brakes being applied. He thought the 
speed was higher than usual and not re- 
duced before the collision. 


driving 


Conditions of Brake Equipment 
Brakes on the coaches were found to 
be in order. When the leading engine 
reached Leicester shed two days before, 
its brake blocks were asked to be taken 
up and the tender brakes to be reblocked. 
This was ‘done, except that the tender 
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brakes were adjusted without any replace- 
ment. The shedmaster was satisfied that 
everything was in order. 

The shedmaster at Colwick arranged for 
the engines to be sent to him after the 

ccident and made routine brake tests. 
frain pipe and vacuum cylinder on No. 
60054, being damaged, they were blanked 
off, but the brake rigging was in good 
order and adjustment. The tender brakes 
were tested with vacuum from another 
engine and were in order. 

The second engine, No. 61126, was un- 
damaged. Steam was raised and the steam 

brake tested by operating the vacuum 
on I The independent steam brake 
valve handle was also operated. Another 
engine was attached, the vacuum connected 
up and the vacuum handle operated. In 
every case the brakes on No. 61126 res- 
ponded. The shedmaster was. satisfied 
that neither engine had a defect. An in- 
spector was deputed to travel with No. 
61126 on a run from Nottingham to Gran- 
tham and back, but while it was running 
rom Rugby to Nottingham the engine 

rakes failed at Rothley. It was able to 
continue to Nottingham as the vacuum 
brakes on the train were operative and the 
independent hand lever of the steam brake 
valve could be used to work the engine 
steam brake. 

The report gives a description of the 
equipment on this engine, on which the 
steam brake is controlled by vacuum by 
a “vacuum operated graduable steam brake 
valve unit.” With another engine in front 
steam and train brakes are controlled by 
the vacuum created by that engine and 
the ejector is then shut off. The essential 
item of interest in the case is a piston, 
fitted with a cup leather washer to prevent 
iir passing upwards between it and the 
cylinder wall when air enters below it on 
train pipe vacuum being reduced. When 
that is done sufficiently the piston is forced 
upwards and actuates the steam valve. The 
washers require frequent attention and 
‘pplication of lard oil to keep them 
pliable, normally done at “X” examina- 
tions, every 12 to 16 days for this par- 
ticular engine. 

When the engine reached Nottingham 
on July 3 this valve was found not to be 
working and the engine was sent to Col- 
wick. The District Motive Power In- 
spector accompanied it. He and another 
inspector were with the shedmaster when 
the brakes were tested. Failures occurred 
and examination showed air being drawn 
past the washer, which was itself, however, 
n good condition. Another, + in. deeper, 
was fitted and the valve worked correctly. 
The original one was put back and the 
brakes again responded. Repeated at- 

tempts could not make them fail again. 
Another engine was then attached in order 
to reproduce double heading, when again 
everything worked correctly. 

Engine 61126 then worked trains to 
Sheffield and back. While returning to 
Nottingham the steam brake valve failed 
again. The inspector verified this and sent 
the engine to shed. The failure was found 
to be of the same nature as before. The 
unit was dismantled but no defect such as 
could cause that was found. Air and 
steam pipes were sound and free from 
obstructions. Colonel McMullen himself 
tested the re-assembled unit in various 
ways; nothing incorrect occurred. The two 
inspectors and chief brake fitter at Colwick 
could offer no reason for the failures. 
They were said to be very rare and almost 
invariably caused by the washer leather 
becoming dry. 

Colonel McMullen saw, however, that 
both washers were well lubricated, and had 
the ejector of engine No. 61126 and the 
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two steam valve units sent to Doncaster 
works for test; they were carefully 
examined and their components gauged. 
Tolerances were not exceeded and no 
defect was found. He witnessed a num- 
ber of tests and asked that washers on 
engines coming in for overhaul be 
specially examined. All were found in 
serviceable condition. 

The Mechanical & Electrical Engineer, 
Eastern and North-Eastern Regions, con- 
sidered leakage past the valve pistons to 
be due to washer distortion. Such failures 
were very rare. 

The Motive 
Eastern Region, 


Power Superintendent, 
said the failure incidence 
was negligible. Special bookings to check 
24 “BI” class engines (six in four dis- 
tricts) gave 17 failures in two months of 
the steam valves, but none was similar to 
those that occurred on engine 61126. 


Inspecting Officer’s Conclusions 

The over-running may have been due to 
mismanagement by the driver, or partial 
brake failure, or a combination of both. 
If there was a failure it took place on the 
train engine and would have reduced train 
brake power by 15:5 per cent, a material 
reduction when not anticipated and when 
running up to a signal at danger. It is 
impossible to determine whether the steam 
brake on the train engine was working or 
not. Some evidence pointed to a failure, 
although the driver of that engine was cer- 
tain there was none and tests later showed 
the brakes to be in order. 

That engine’s steam brake valve did, 
however, fail on its first trip after the acci- 
dent and a replacement unit on the next. 
No defect could be found and Colonel 
McMullen could not help feeling that 
there might have been other contributory 
air leaks, not apparent during the tests, in 
addition to that past the valve washer. 
He thinks it right therefore to give the 
driver of the leading engine the benefit of 
the doubt, and concludes there was a 
failure at Nottingham platform. There is 
no doubt speed was misjudged and con- 
siderably in excess of that authorised. The 
train must have been travelling at 15 
m.p.h. when it struck the engine, otherwise 
it would have been possible to stop at the 
signal, even with the reduced brake power. 

There can be no excuse for the signal- 
man allowing the shunting movement after 
accepting the express. The instruction is 
clear and even though the acceptance 
point is not marked, its position relative to 
the fouling point cannot be misunderstood. 


Remarks 

This type of steam brake valve has been 
extensively used over 10 years. It is some- 
what delicate but has been generally 
trouble-free and the incidence of failure 
negligible. It has been adopted as stan- 
dard on new British Railways locomotives. 
Nevertheless the two known failures are 
attributable mainly to the inherent weak- 
ness in the washers. Trials are now being 

made with an alternative type, less likely 
to become distorted. A failure need not 
result in an accident unless it occurs 
initially at the critical moment when ap- 
proaching a signal or buffer stop. On 
other occasions a driver can exercise com- 
plete control on the train with the inde- 
pendent lever and the vacuum handle. 

It is understood that this signalbox 
instruction is necessary for the station 
working. It is based on the general 10 
m.p.h. limit and cannot be objected to if 
the limit is observed. Colonel McMullen, 
however, considers it preferable, whenever 
possible, to word instructions more 
specifically and indicate which movements 
may be made and which not, rather than 
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quote an imaginary acceptance point a cer- 
tain distance from a fixed object. Two 
experienced signalmen admitted to allow- 
ing the irregular movement in order to 
save time and it seems desirable to inter- 
lock the relative East box signal with the 
crossover. This is receiving consideration. 


Second Collision on December 4, 1952 


As Colonel McMullen was concluding 
the report another accident occurred at the 
same station, into which he also inquired; 
a short account is given as an appendix. 
- up passenger train was running into 

10 platform under clear signals when 
o ‘on almost head on into an ‘engine and 
van waiting to move back into a bay. 
Eleven persons were injured. Both engines 
and five of the 10 train vehicles were 
extensively damaged. The shunting engine 
had made a correctly block-signalled 
authorised movement, in charge of a 
shunter, under hand signals at both boxes 
concerned, as there were no ground shunt 
signals. The shunter should have ordered 
the driver to stop short of a pair of points 
unless he received a hand signal from the 
box, but failed to do that, though know- 
ing the driver to be unused to shunting 
in the station and that the stationmaster 
recently had impressed upon him the im- 
portance of that. 

Colonel McMullen emphasises _ that 
facing movements towards a running line 
on which a train is approaching are not 
desirable when there is no fixed signal, par- 
ticularly when done regularly and fre- 
quently. Instructions applicable to all 
signalboxes in Nottingham were soon 
issued prohibiting them unless they could 
be isolated by setting points for an occu- 
pied line. The necessity for similar instruc- 
tions elsewhere is being reviewed. In this 
case also the train was undoubtedly travel- 
ling considerably faster than the speed 
limit, but this had little bearing on it. 
Nevertheless if such a limit is necessary on 
engineering account it must be respected, 
especially when used as a basis for shorten- 
ing the normal over-run beyond signals. 
Appropriate action is being taken. 








I.R.S.E. Meeting in Bombay 


A meeting of the Western India Section 
of the Institution of Railway Signal Engi- 
neers was held in the headquarters of the 
Western Railway in Bombay on July 20; 
the Chairman, Mr. H. C. Towers, Chief 
Signals & Telecommunications Engineer, 
presided. 

A paper on level crossing interlocking 
was read by Mr. P. R. Mullan, Associate 
Member. In the ensuing discussion a 
guest, Mr. S. A. Srinivasan said that as the 
Western Railway now had a_ power- 
operated lifting barrier gate at one of the 
busiest places on the railway, experiments 
should be undertaken to operate such 
gates through track ~— agency as was 
done in the U.S.A. Towers stated 
that such a move was Bf consideration. 

Mr. Sood, Government Inspector of 
Railways, Circle No. 5, discussed the level 
crossing problem in general and said that 
it had been made obligatory for the various 
provincial administrations to erect level 
crossing road signs on their highways. This 
had not been done in all places. If satis- 
factory action was to be taken, he said, 
this responsibility should be transferred to 
the railways. 


B.T.C, Film Shown 


The Bombay Railway Signal & Tele- 
communication Society, which is affiliated 
to the LR.S.E., met on August 5 in the 
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private cinema at the offices of the Deputy 
Commissioner for the United Kingdom. 
A British Transport Commission film, 
“Train Time,” was shown. 

Several films on railway subjects pro- 
duced under the auspices of the B.T.C. 
have been shown recently in Bombay to 
railwaymen, who have received them with 
interest and appreciation. 





Bridge Construction Problems 
of the Swiss Federal Railways 


One of the policies of the Bridge Build- 
ing Section of the Swiss Federal Railways 
mentioned by Monsieur Leon Marguerat, 
Chief Engineer in charge of the section, 
in a paper, is the replacement of all-steel 
bridge spans up to about 30 ft. in length 
by concrete structures, as the steel spans 
show signs of deterioration due to fatigue 
and also tend to “dance” on their bear- 
ings. Wherever possible the replace- 
ments are concrete arches faced with stone 
masonry, but for places where these allow 
insufficient headway, the administration is 
developing a standard design of reinforced 
concrete slab, economical in construction 
and maintenance. Normally it has a 
minimum construction depth of 15} in., 
but where even this is too great it may be 
further reduced by bolting the rails 
directly to the slab. 


Excessively Skew Road Overbridges 

During the past 50 years the Federal 
Railways have abolished an average of 34 
level crossings a year. With the coming 
of modern high-speed motor traffic. the 
problem has become increasingly difficult 
in more ways than one. In particular, it 
has been necessary to accept, in the in- 
terest of improved road curvature, skew 
bridges with very small angles, sometimes 
less than 30 deg.; this has given rise to a 
new and complicated structural problem. 


The theoretical aspects of such skew 
bridges are being systematically studied 


with the aid of small-scale models, as it 
has been found that the stresses in cer- 
tain types of skew slab bridges do not 
always correspond to those calculated 
beforehand. The results of these tests are 
expected to lead to the adoption of a new 
series of standard designs for reinforced 
skew 


concrete underbridges and over- 
bridges. 


Replacement of Weak Bridges 

Another subject referred to in the paper 
was the renewal or _ reconstruction of 
overage and mainly larger bridges, now 
a major preoccupation of the Swiss 
Federal Railways. Almost all the iron 
and steel bridges built before 1912 have 
become too weak for present-day traffic 
and must be strengthened or renewed. The 
latest bridges so reconstructed are those 
at Zweidlen, Embrach and Olten; that at 
Olten was described in our January 9 
issue. Others due for reconstruction are 
the Rhine bridges at Hemishofen and 
Basle, where speed restrictions are in 
force. Even among more recent steel 
bridges some have not stood up well to 
the greatly intensified traffic of recent 
years. This applies to a number of bridges 
on the Gotthard line. These bridges are 
being replaced wherever possible by stone- 
faced concrete arches, which have a high 
overload capacity and need little main- 
tenance. During the next twelve years 14 
old bridges on this line are to be replaced 
by concrete arch structures, and a_be- 
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ginning has already been made with two 


of them, one of 72 ft. span near Erstfeld, 
and the other of 141 ft. over the Ticino 
near Airolo. On the other hand, M. 
Marguerat points out, steel spans are often 
economical in flat country. 


Control of British Road 
Services 


The road haulage activities now con- 
ducted on behalf of the British Transport 
Commission by the present statutory Road 
Haulage Executive will from October, on 
abolition of the Executive, be carried on, 
subject to the requirements of the Trans- 
port Act, 1953, as to disposal, as an under- 
taking entitled British Road Services by a 
Board of Management under the chairman- 
ship of Major-General G. N. Russell, now 
Chairman of the Road Haulage Executive, 


and three full-time and two part-time 
members. 
The three full-time members of the 


Board will be Mr, Claude Barrington, Mr. 
George Sinclair, and Mr. G. W. Quick 
Smith, Secretary of the Road Haulage 
Executive since 1948. They will be charged 
with responsibility for particular aspects of 
the work of the Board. 

The principal duties of the Board will 
be to carry on British Road Services, with 
all possible regard to efficiency and 
economy, pending disposal; to continue to 
manage such road haulage interests as may 
be retained by the Commission; to assist 
the Commission in connection with the 
formation and disposal of transport units 
in accordance with the Transport Act, 
1953, and to ensure during this process 
the least possible disturbance of the trans- 
port system of the country. 

Continuity Assured 

The B.T.C. states that so far as the 
public is concerned there will be no change 
or interruption in the course of business, 
and the continuity of the operation of 
British Road Services will not be affected 
by the abolition of the Executive. 
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The statutory instrument to be made in 
due course will provide inter alia that 
the rights and liabilities of the Road Hai 
age Executive will become those of 4 
Commission. From a legal point of 
it is stated, the staff, customers, and c 
tractors can look to the Commission 
discharge all the obligations and to exercise 
all the rights that at present rest, unc 
the delegations, with the Executive. 


Contracts & Tenders 


The £286,000 contract reported last week 
as having been placed by the Railway, 
Executive with the Metropolitan-Vickers 
Electrical Co. Ltd. comprises electrical 
equipment for 24 motor coaches, 26 
trailers, and 26 driving trailers for the 
Mersey and Wirral lines. Both sections 
Operate at 650 V. d.c., and the Mersey 
Railway, which was originally third and 
fourth rail, is being converted to third-rail 


supply to facilitate through = running 
Twenty-four 3-coach train sets will be 
used on the Mersey Railway and the 
remainder on the Wirral lines. Each 
motor coach will be powered by fou 
motors rated at 135 h.p. The control 


equipment will be electro-pneumatic. The 
traction motors will be built at the Metro- 
politan-Vickers traction motor works at 
Attercliffe Common, Sheffield, and the 
control equipment at Trafford Park. It is 
50 years since the British Westinghouse 
company. a predecessor of the Metro 
politan-Vickers Electrical Co. Ltd. carried 
out the electrification of the steam-worked 
Mersey Railway, the first conversion ot 
this type in Great Britain. Most of the 
original trains are still in service. 

British Railways, North Eastern Region, 
have placed orders as follows: 
Reconstruction 
Sowerby Bridge 


Charles R. Price, Doncaster : 
of locomotive shed roof, 
Motive Power Depot. 

Fairbank Brearley, Bingley One 30-ton 
horizontal hydraulic spring scragging machine, 
Darlington Locomotive Works. 











Cast-iron chimney 56 ft. long transported by British Railways from Llanelly to York, 
being hauled through the streets of York on the final stage of its journey to the 
National Glass Works in Fishergate 
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British Railways, Southern Region, have 
placed the following contracts :— 

C. & T. Painters Limited : Strawberry Hil! 
Station, renovations, and cleaning and tarring 
of bridges in Purley Engineering District 

Wm. Latimer & Co. Ltd. : Cleaning, tarring, 
ind painting, Newhaven swing bridge 

Henry Kent (Builders) Limited : Nine Elms 

\ ’’ Shed, new staff accommodation 

Johnson Ireton Limited : Recladding of roof 
and walls of Angerstein Works switch and 
crossing shops 


Orders amounting to $9,568,457 for 50 
diesel-electric locomotives for shunting 
and transfer, and five air dump cars have 
been placed by the Canadian Nationai 
Railways. They bring the total value of 
rolling stock now on order to $105,948,527. 

Eighteen 1,600-h.p. shunting and trans- 
fer locomotives are to be built by the 
Montreal Locomotive Works; 24 1,500-h.p. 
units by General Motors Diesel Limited: 
and eight 1,200-h.p. units by the Canadian 
Locomotive Company. The air dump cars 
will be supplied by the Magor Car Cor- 
poration for use on the lines of the 
C.N.R.-owned Grand Trunk Railroad in 
the United States. 


The Director General of Supplies & Dis- 
posals, Railway Stores Directorate, New 
Delhi, is inviting tenders for the follow- 
ing :— 

516 casing (C.S.) for buffer short case 


Tenders are to be submitted to the 
Director General of Supplies & Disposals, 
Shahjahan Road (Section SRI) New Delhi. 
quoting reference SRI/16568-D/III, by 
September 10. 


The Director General of Supplies & 
Disposals, Railway Stores Directorate, 
New Delhi, is inviting tenders for the 
following : — 

20 buffers M.C.A. coupler P.H. type hook 
end for carriages and wagons (N.G.) complete 
to C.E. drawing No. 242/A (D.G.S. & D. No. 
8032) and part No. 587 and 589 (D.G.S. & D. 
No. 8105 and 8106), respectively, and to I.R.S. 
specification No. 24/47 

20 buffers M.C.A. coupler P.H. type yoke 
end for carriages and wagons (N.G.) complete to 
B.B. & C.IL.R. drawing No. 242/1 and part No, 
17-C A 6 ae. anes 
i949 (D.G.S. & D. No. 8032 and 8107), 
respectively, and to I.R.S. specification No. 
R. 24/47. 


Tenders are to be submitted to the 
Director General of Supplies & Disposals, 
Shahjahan Road (Section S.R.I.), New 
Delhi, quoting reference S.R.1I/16290-D 
IlI(a) by September 18. 


CORRONEL B NICKEL-MOLYBDENUM ALLOY. 

—The exhibits of Henry Wiggin & Co. Ltd. 
at the Engineering & Marine Exhibition 
to be held at Olympia, London, Septem- 
ber 3-17, will be mainly devoted to the 
introduction of Corronel B, a_ nickel- 
molybdenum alloy of a well established 
type now produced in wrought form in 
this country for the first time. Models 
portraying examples of chemical plant as 
made in Monel, nickel, or Inconel will be 
shown together with literature describing 
the physical, mechanical and corrosion re- 
sisting properties of these materials. It is 
stated that Corronel B is highly resistant 
to hydrochloric acid at all concentrations 
and temperatures and has excellent re- 
sistance to sulphuric and phosphoric acids 
in certain ranges of concentration. 
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Notes and News 


Additional Services from Edinburgh for 
Festival Visitors——For passengers return- 
ing from Edinburgh during the Festival, 
British Railways, (Scottish Region), are 
running special evening trains to Glasgow, 
Dundee, and certain other stations, some 
daily and others on Saturdays only. 


Institution of Locomotive Engineers.— Mr. 
R. C. Bond will deliver his Presidential 
Address to the Institution of Locomotive 
Engineers on Wednesday, September 23, 
at 5.30 p.m. This meeting will be held 
at the Institution of Mechanical Engineers, 
Storey’s Gate, London, S.W.1. 


Heavy Coal Carryings by British Rail- 
ways.—The total tonnage of coal moved 
by British Railways up to 6 am. on 
August 24 was 3,070,630, an increase of 
some 170,000 tons over 1952, and the 
highest figure for six weeks. The week- 
end carryings were 322,340 tons, compared 
with 242.890 tons last year. During the 
week ended August 15, 194,945 tons of 
iron and steel were conveyed from prin- 
cipal steel works, and 323,600 tons of iron 
ore were carried. 


Wickman Limited Exhibits at Brussels.— 
Wickman Limited and its associated com- 
panies will exhibit a comprehensive range 
of machine tools at the forthcoming Third 
European Machine Tool Exhibition to be 
held at Brussels from September 4-13. The 
exhibits will include a 1 in.-six-spindle bar 
automatic of new design, five- and six- 
spindle bar automatics of various sizes, a 
‘- in. sliding-head, precision automatic, 
and a Wickman optical profile grinding 
machine. Heenan & Froude Limited will 
exhibit the model S203 multi-slide wire 
and strip forming machine, and a model 
M.I. 3c chain automatic. The Webster & 
Bennett range of vertical boring and turn- 
ing mills. the full range of which com- 
prises 36 in. and 48 in. single or duplex 
types, and 60 in. single type only, will be 
represented by a Series DH, 36 in. mill. 
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Other exhibits include Hilmor equipment 
comprising tube bending machines, both 
hand-operated and Rotary hydraulic. 


Compensation for G.N.RAD)  Stock- 
holders——The Great Northern Railway 
Company (Ireland) is due to receive the 
Compensation Fund of £4,500,000 on 
September 1, and expects to be able to 
distribute the fund on or about September 
8 to debenture holders and on or about 
October 24 to other stockholders. Interest 
due to holders of debenture stock will be 
calculated and distributed to them as soon 
as practicable after the fund has been 
distributed. 


Ruston-B.T.H. Gas Turbine Alternator,— 
Electricity will be supplied to the exhibi- 
tion halls at the forthcoming Engineering 
& Marine Exhibition to be held at 
Olympia. London, September 3-17, by a 
Ruston - British Thomson- Houston gas 
turbo-alternator set. The gas turbine 
drives a B.T.H. 6,600 V. three-phase, 50- 
cycle alternator having a maximum rating 
of 1,250 kVA. at 1,500 r.p.m. Voltage is 
controlled by a B.T.H. Magnestat regu- 
lator used in conjunction with standard 
exciters. 


“The Model Engineer Exhibition.”— 
Model railways are a_ predominating 
feature at “The Model Engineer” Ex- 
hibition which opened at the New 
Horticultural Hall, Westminster, on 
August 19. Exhibits include a 7-mm. scale, 
16°5-mm. gauge model of a section of the 
Talyllyn Railway, the oldest surviving nar- 
row-gauge steam-hauled passenger rail- 
way in the world. The Society of 
Model & Experimental Engineers is 
operating a live steam track, running the 
whole length of the hall and, in addi- 
tion, is exhibiting a number of models. 
Visitors can see the working locomotives 
being serviced. Locomotives to L.B.S.C.R. 
designs dominate the larger gauges of 24 in. 
and over in the competitions. In the smaller 
gauges are an “O” gauge “ Britannia” 


New Goods Depot at Huskisson 
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Looking south into the shed under construction in the new goods depot at Huskisson, 


Liverpool, London. Midland Region. 


The old office building (on right) is in course 


of demolition. 
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class locomotive, and the 4-6-0 S.R. “ Lord 
Nelson” class locomotive Lord Howe. 
Rolling stock includes a four-car Pullman 
train with ten-ton baggage van. 


International Ropeway Conference.—An 
international ropeway conference, 
arranged and presided over by the Swiss 
Federal Office for Traffic, was held in 
Berne between August 3 and 8. The con- 
ference, the third international meeting of 
the technical ropeway supervising authori- 
ties of the countries concerned, was 
attended by delegates from Austria, 
Bavaria, Italy, Norway, and Switzerland. 
The discussions centred on technical in- 
novations, as well as on the possibility of 
setting up unified standard rules and regu- 
lations for the building and operation of 
ropeways. 


Milford Docks Development.—Proposals 
for enlarging and developing the dry 
dock of the Milford Docks Company are 
still awaiting, according to the Chairman. 
Sir Felix Pole, in a statement on August 
19. This followed an earlier announce- 
ment by him on May 13 when he stated 
that the company had received a request 
for facilities to make detailed investiga- 
tions and survey in connection with the 
enlarging and ‘development programme. 
The facilities were afforded, he now 
states, and the company are awaiting any 
proposals as a result. The £1 ordinary 
stock units of the company were quoted 


at 40s. 3d. in London on August 19, _the 
highest price reached this year. The 


lowest price this year was 9s. 9d. It is 
not known what railway developments are 
involved. 


Luncheon to Southern Region Holders of 
Civic Office—Mr. C. P. Hopkins, Chief 
Regional Officer, Southern Region. on 
August 13 entertained to luncheon at the 
Charing Cross Hotel, London, members 
of the staff who are holders of civic 
office. The photograph reproduced below 
shows (left to right) Messrs. H. C. Lang, 
Regional Staff Officer; K. H. Morriss, 
Works Manager, Eastleigh ; C. F. Rogers, 
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Mayor of 
Commercial 
Burrows, 


Islington; W. H. F. Mepsted, 
Superintendent; M. = G. 
Assistant Mechanical Engineer ; 


C. P. Hopkins; H. H. Swift, Mechanical 
& Electrical Engineer ; and F. O. I. Whit- 
locke, Deputy Mayor of Eastleigh. 

Road Accidents in July.—Preliminary 


figures issued by the Ministry of Transport 
show that road casualties in July num- 
bered 22,836, an overall increase of 1,838 
on July, 1952. The -present figure in- 
cludes 424 killed, which is a decrease of 
31. For the first six months of the year 
over 8,000 more were injured and nearly 
200 more were killed than in the same 
period last year, the increase being con- 


siderably more marked in some parts of 
the country than in others. 

Irk Valley Viaduct Accident, L.M.R., 
Inquiry.—Colonel D. McMullen, Inspect- 
ing Officer of Railways, Ministry of 
Transport, held an inquiry at Man- 


chester on August 21 into the collision on 
the Irk Valley Viaduct on August 15 
between a Manchester—Bacup steam 
train and an electric train from Bury (see 
our August 21 issue). In closing the pro- 
ceedings Colonel McMullen said he had 


further investigations to make and that 
his report, after being submitted to the 
Minister, would be published in due 
course. 


Closing of Isle of Wight Branches and 
Stations.—Lord Hurcomb, Chairman of 
the British Transport Commission, on 
August 20 received a deputation from the 
Isle of Wight to discuss the future of rail- 
ways in the Isle of Wight. After the meet- 
ing it was stated that Lord Hurcomb had 
said he could not agree to a further defer- 
ment of the closing of Newport-Fresh- 
water and Brading-Bembridge lines, which 
is to take place on September 21. He 
would consider whether the period of re- 
tention of the Ryde-Ventnor, and Ryde- 
Newport-Cowes lines could be expressed 
more specifically and would look again at 
the period of retention of the Newport- 


Luncheon to Southern Region Civic Dignitaries 





Mr. C. P. Hopkins, Chief Regional Officer, and officers of the Southern Region 
with members of the Regional staff who are bearers of civic office 
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Sandown line. Probably greater expend 
ture on road maintenance would be des 
able, together with co-ordination of ro; 
and rail services to ensure that conn: 
tions were as good as possible. The dep 
tation also saw Mr. Gurney Braithwai 
Parliamentary Secretary to the Ministry 

Transport (as reported last week) wi 
undertook to place their views before t! 
Minister. The Southern Region has a: 
nounced that in addition to the Newpo: 
Freshwater and Brading-Bembridge line 
Whippingham and Wootton stations, b 
tween Ryde and Newport, will be close 
on September 21, 


American Locomotive Company Results. 
Sales for the six months ended June 30 


amounted to $205,709,348. compared wit! 


$194,904,026 for the same _ period las 
year. Net income, after deduction o! 
taxes, was $3,148,574, against $3,832,057 


Net working capital was $46,298,163 
against $45,911,200. Dividend on _ the 
common shares was $889,538. 


Associated British Engineering Results.- 

Gross earnings of Associated British Engi 
neering Limited for the year ended Marci 
31 were £258,726, against £358,638 for the 
preceding year. Net profits rose 
£163,906 against £160,287. The dividend 
for the past financial year of 6 per cent on 
£1,000,000 compares with the equivalent of 
10 per cent paid previously, 10 per cent 
interim on £300,000 and 7 per cent final on 
the present capital. 


Potters Bar Station Reconstruction: Delays 
to Trains.—In connection with the work 
now in hand on the £1,750,000 scheme for 
the widening of the East Coast main line 
and the reconstruction of Potters Bar sta- 
tion, complete possession of the main lines 
at Potters Bar will be given to the Civil 


Engineer on September 13. All trains 
from Hitchin and north thereof will be 
diverted via the Hertford loop. Inter- 


mediate stations on the main line which 
cannot be covered by diverted services 
will be served by trains between Kings 
Cross and New Barnet with a special con- 
necting bus service to Potters Bar, thence 
by train northwards. 


a Express Derailed.—The 

Calais to Basle express left the rails at 
Berlaimont, near Aulnoye, on the night of 
August 22/23. One rail and four sleepers 
were afterwards found to have been 
tampered with. The train usually passes 
this point at over 60 m.p.h.; but because 
of the railway strike had stopped to pick 
up passengers at Berlaimont and was 
travelling at about 25 m.p.h. The engine 
came to a stop across both tracks, the 
tender overturned, and three coaches were 
derailed. There were no serious injuries. 
The police have agreed that the accident 
was caused by sabotage, and are investi- 
gating the circumstances. 


Permanent Magnet Chucks.—A feature of 
the display of James Neill & Co. 
(Sheffield) Ltd., at the Engineering and 
Marine Exhibition at Olympia, London, 
September 3—17, will be a range of 
Eclipse magnetic devices including per- 
manent magnetic chucks of rectangular 
and circular design Available in the 
rectangular pattern is the heavy-duty chuck 
type AX.1812, which is 18 in. long by 
12 in. wide, capable of being built up to 
any length on the unit principle. Other 
rectagular models are available from 10 to 
24 in. long, and from 5 to 8 in. wide; 
circular models are 64 to 9 in. dia. Other 
devices include magnetic floaters and 
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The engagement of persons answering Situations 
Vacant advertisements must be made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive, or a woman aged 18-59 
inclusive unless he or she, or the employment, 1s 
excepted from the provisions of the Notification of 
Vacancies Order, 1952. 


"THE GAS-TURBINE LOCOMOTIVE. A _techni- 
cal description of the gas-turbine recently con- 
structed by the Metropolitan-Vickers Electrical Co 
{td. for the Western Region, British Railways. 
Subjects dealt with include body construction, bogies, 
traction motors, prime mover, generators and 
xiliary equipment. A folding plate drawing of 
the Iccomotive is included together with illustrations 
1d diagrams. Reprinted from The Railway Gazette, 
February 1, 1952. Price 5s. Post free 5s. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1 


holders for dealing with tubes or flat sheet. 
\ series of Eclipse saw heads and frames 


ind engineers’ small tools, surface 
gauges, tool bits and lathe tool sets will 
also. be exhibited. The saws will in- 


clude a type recently evolved by the firm 
similar in shape to a carpenter’s saw to 


which can be attached low tungsten or 
high-speed steel blades for plain or 
corrugated sheet made from brass, 


copper, slate, plastic, and so on. 


Midhurst-Chichester Line Ciosing between 
Lavant and Midhurst.—From August 31 
the line between Lavant and Midhurst 
will be closed to all traffic, Facilities 
for traffic at present dealt with at Cocking 
and Singleton are available at Midhurst and 
Lavant, and improvements are being made 
at Lavant to ensure adequate accommoda- 
tion there. Parcels and freight traffic for 
cartage by the Railway Executive will con- 
tinue to be dealt with throughout the area 
as at present. 


New British Standard.—A further standard 
in the series covering mild steel drums 
has just been issued by the British 
Standards Institution, B.S.2003:1953. It 
covers heavy and light duty full open top 
drums with removable heads. The drums 
are sub-divided into four classes. A 
standard of this kind must cover so many 
types that it remains essential for users 
to ensure that the gauge of metal they 
select for a particular drum is adequate 
for the performance required. Copies of 
this standard may be obtained from the 
British Standards Institution, 2, Park 
Street, London, W.1, price 3s. 


Re-opening of Ballachulish Branch.—The 
Ballachulish branch between Connel Ferry 
and Ballachulish which, because of exten- 
sive damage by flooding in the area served 
by the branch, has been closed since May 
25, was re-opened to traffic on August 24. 
Announcing this, British Railways, 
Scottish Region, stated that connecting ser- 
vices as shown in the current timetable 
would be maintained, but until further 
notice speed restriction would be in force 
over some sections of the line, and arrival 
and departure times at stations in the dis- 
trict would vary slightly from those adver- 
tised. Rehabilitation of the branch in- 
volved a new bridge over the Barcaldine 
River to replace the one washed away. 
and extensive reconstruction at many other 
points. 


Motor Rail Results.—The general trading 
and hire fleet profit for the year ended 
March 20, amounted to £89,350 as 
against £52,519 for the preceding year. 
Profit, before tax, amounted to £82,443 
as against £45,720 and dividend was 12} 
per cent as against 10 per cent as 
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OFFICIAL NOTICES 


"THE PERUVIAN CORPORATION have 
lowing vacancies on the railways in Peru 
Central Railway. ACCOUNTANT (Traffic Auditor) 
About 30 years of age, preferably single with general 
auditing and railway accounting experience. 
TRAFFIC LEARNER. Single. Between 21 and 25 
years of age. Good general education, with trans- 
portation experience either practical or theoretical 
Northern Railways DIESEL ENGINEER with 
practical experience on diesel locomotives and rail- 
cars and workshop management. Southern Railway 
ASSISTANT CHIEF STOREKEEPER—an_experi- 
enced Railway Storekeeper with a knowledge of 
Spanish essential. GUAQUI LA PAZ RAILWAY 
ASSISTANT ACCOUNTANT—Qualifications man 
who has passed Intermediate Examination of recog- 


the fol- 


nised accountancy body preferred Knowledge of 
railway accounts an advantage. Preferably single 
between 28/35 years of age A knowledge of the 
Spanish Language is preferable in all these appoint- 
ments or willingness to learn within 6 months. Apply 
SECRETARY, 144, Leadenhalt Street, London, E.C.3 

announced on July 16. Current assets 
were £269,682 compared with £212,636 
for the previous year. This included 


stocks and work at £207,117 as against 
£166,077 for the previous year and cash 
at £6,171 as against £5,047. Liabilities 
were £24,952 compared with £17,948. 
The reserve for tax on profits to date was 
£54,700 as against £28,300, capital reserves 
amounted to £67,255 compared with 
£66,620 and revenue reserves and surplus 
were £69,586 as against £49,755. 


Crossley Diesel Engines.—The exhibits of 
Crossley Brothers Ltd., at the forthcom 
ing Engineering and Marine Exhibition, 
to be held at Olympia, London, Septem- 
ber 3—17, will include a power unit for 
diesel-electric locomotives developing 
1,380 b.h.p. at 650 r.p.m., and is an 
eight-cylinder vee engine, with flange- 
mounted Metropolitan-Vickers generator. 
This traction unit is identical with those 
ordered for 48 locomotives for the Western 
Australian Government Railways, refer- 
ence to which was made in our October 
20 and 27, 1950, issues; similar units are 
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Iaterior of combined road and rail inquiry office at Reading South, Southern Region 
showing separate counters for railway and road inquiries 
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[NTERNATIONAL RAILWAY ASSOCIATIONS. 

Notes on the work of the various associations 
concerned with International traffic, principally on 
the European Continent. 2s. By post 2s. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 


” HISTOR Y.—Twenty-Five 

N.E,R, North Eastern Railway, 1898-1922. 
By R. Bell, C.B.E., Assistant General Manager, 
N.E.R. and L.N.E.R. Companies, 1922-1943. Full 
cloth. Cr. 8vo. 87 pages. i0s. 6d.—The Railway 
Gazette, 33, Tothill Street, London, S.W.1. 


Years of the 


BOUND VOLUMES.—We can arrange for readers’ 

copies to be bound in full cloth at a charge 
of 28s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, 
33, Tothill Street, London, S.W.1. 


available up to sixteen-cylinder size 
developing 2,750 b.h.p. at 650 r.p.m. 
Other exhibits include marine propulsion 
units of 1,100 and 670 b.h.p., a package 
power unit of 250 b.h.p., and a general- 


purpose diesel engine of 800  b.h.p. 
exhibited for the first time. This latter 
unit is a direct-reversing engine type 


ERTVee, with 12 cylinders, a version of 


which is suitable for diesel-mechanical 
locomotives. 
Emu Bay Railway Co. Ltd.—Increased 


traffic, combined with the effect of higher 
rates and fares and increased profit: from 
the company’s engineering department, 
resulted in the gross revenue of the Emu 
Bay Railway Co. Ltd. for 1952 being 
£85,306 greater than in the previous year. 
Operating and other expenses rose by 
£81,184, largely because of increases in 
basic wages and in costs of stores 
materials. The Chairman, Sir Alexander 
Stewart, in his address to shareholders at 
the annual general meeting, said that if 
activity continued at the present level and 
there were no further upward movements 
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in wages and materials, the current year 
should show an even better result than 
1952. There was a credit balance of 
£14,726 on profit and loss account, to 
which £50 brought in from the preceding 
year has been added. In addition to paying 
the current year’s interest on the 4} per 
cent debenture stock, the company has 
been able to pay a further full year’s in- 
terest. equal to 44 per cent, on account of 
arrears, thus further reducing the accumu- 
lated arrears to £17,999. It is necessary 
for arrears to be paid in full before any 
interest payment can be made to the 5 
per cent debenture holders. 


Edgar Allen & Co. Ltd.—Addressing the 
annual general meeting of Edgar Allen & 
Co. Ltd. on August 13, the Chairman, 
Mr. H. W. Higginbotham, said he was 
reluctant to forecast the long-term outlook 
of the company’s trading prospects be- 
yond the next twelve months. Immediate 
trading prospects, however, were not un- 
promising and order books were still 
heavy. Productive capacity of small tools 
had overtaken incoming orders and there 
were signs that the steel castings trade 
might be tending in the same direction. 
While there was still a large unsatisfied 
world demand for the company’s types of 
products, at least when means of payment 
could be arranged, consumer resistance 
was much stronger and competition as to 
price and delivery keener, which made it 
more difficult to pass on cost increases, 
especially to the foreign buyer. 


Return to Work by French Railwaymen.— 
At mid-day on August 25 the Confédéra- 
tion Générale du Travail ordered its rail- 
waymen members to return to work before 
the end of the day. Some railwaymen at 
important provincial depots of the French 
National Railways had already resumed 
duty. By the morning of August 26 there 
appeared to be a general resumption of 
work after a_ strike which had lasted 
since August 10, but the restoration of full 
services is dependent on the rapidity with 
which dispersed locomotives and _ rolling 
stock are reassembled. The railways hope 
that, in general, it will be possible to 
reserve seats again from September 1. 
Three acts of sabotage were reported 
during the strike; the last caused con- 
siderable damage to a railcar at Chagny 
when it hit sleepers placed across the lines 
while travelling at over 60 m.p.h. 


Thomas De La Rue & Co. Ltd.—At the 
annual general meeting on July 29 of 
Thomas De La Rue & Co. Ltd., the Chair- 
man, Mr. B. C. Westall, referred to the 
conversion of a profit in the preceding 12 
months of £659,000 into a loss of £71,000 
before providing for taxation. The 
primary reason for the deterioration of 
the figures on the industrial side was due, 
as far as plastics were concerned, to the 
collapse of the market in Australasia for 
Formica owing to import restrictions. On 
the gas side the fall in sales was due to 
the necessity for Gas Boards to reduce 
their stocks of appliances in accordance 
with the policy of the Chancellor of the 
Exchequer. It was a great disappoint- 
ment to the directors not to be able to 


recommend any _ distribution on_ the 
ordinary stock. There was a grain of 
comfort in the fact that the extensive 


economies carried out in the last 15 months 
were now bearing fruit and sales of 
Formica were increasing slowly but surely. 
although these, together with sales of 
Delaron, had yet to reach a stage that 
would warrant full-time resumption of 
work at Tynemouth: * 
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Forthcoming Meetings 


September 5 (Sat.).—Permanent Way In- 
stitution, Newcastle Section. Joint 
visit by launch along the River Tyne 
with the Edinburgh and the Lan- 
caster, Barrow and Carlisle Sections. 

September 6 (Sun.).—Railway  Corre- 
spondence & Travel Society. East 


Anglian Special tour, leaving Bishops- 
gate Goods at 11.15 a.m. 

September 6 (Sun.).—The Stephenson 
Locomotive Society (North Western 
Area) and the Manchester Locomotive 
Society. West Riding Rail Tour, 
leaving Leeds City at 11.50 a.m. 

September 8 (Tue.)—Permanent Way In- 
stitution, Leeds & Bradford Section, 
in the British Railways Social & 
Recreational Club, Ellis Courts, Leeds 
City North Station, at 7 p.m. Paper 
on “ The Maintenance of Switches & 
Crossings,” by Mr. D. P. Adams, of 
Sandiacre, illustrated by lantern slides. 

September 11 (Fri.).—The Railway Club, 
at 57, Fetter Lane, London, E.C.4, at 


August 28, 1953 


7 p.m. Paper on “The Railways of 
Worcester,” by Mr. J. E. Norris. 
September 12 (Sat.).—Permanent Way In- 
stitution. Joint meeting between 
members of the London and Bir- 
mingham Sections will visit Lillie 
Bridge Works, London Transport 

Executive, at 2.30 p.m. 

September 12 (Sat.).—British Railways 
Southern Region Lecture & Debating 
Society. Visit to Southampton Docks. 
Party will leave Waterloo at approxi- 
mately 8.30 a.m., arriving back at 
about 8.30 p.m. 

September 12 (Sat.).—Railway Students’ 
Association, London School of 
Economics & Political Science. River 
Thames Cruise, leaving Tower Pier at 
2.30 p.m. 

September 12 (Sat.).—Permanent Way In- 
stitution, East Anglia Section, at 
Ipswich at 2.15 p.m. Paper on “ New 


Railway Stock Market 


Although best prices have not held this 
week, stock markets remained cheerful. 
Profit taking was on a very small scale 
despite the substantial gains recorded this 
month in the industrial and kindred sec- 
tions. British Funds were inclined to move 
higher again, though generally business in 
markets remained on a moderate scale 
with few sellers in evidence and moderate 
buying tending towards a disproportionate 
influence on prices. This week there has 
been a disposition to await events in inter- 
national affairs and a rather more cautious 
attitude appeared to be developing because 
of attention drawn to the possibility of a 
rush of new issues in the next few months. 
Besides the first of the big steel issues, 
which is expected in the early autumn, 
numerous important issues by industrial 
companies are believed to be in prospect. 

There was not much business in foreign 
rails, apart from United of Havana, which 
tended to attract buyers again, awaiting 
news from Cuba of the latest moves in 
the take-over developments. At the time 
of going to press, the “A” stock has 
firmed up to 72, the “ B” to 714, while the 
second income stock was 254, and the con- 
solidated stock 44. 

Canadian Pacifics were $45, the prefer- 
ence stock £67 and the 4 per cent deben- 
tures £853. White Pass no par value shares 
receded to $27 after an earlier improve- 
ment; the convertible debentures were £96. 

Nitrate Rails ordinary shares were 
20s. 6d. following publication of the re- 
port and accounts and the directors’ state- 
ment that it is still impossible to say when 
steps can be taken for voluntary liquida- 
tion, pending the outcome of the protracted 
negotiations with the Chilean Government. 
There are also questions still outstanding 
of the extent of liabilities claimed by the 
Chilean Government. Meanwhile no funds 
have been received by the company in 
respect of any of the property items on 
which agreement has been reached. 

Dorada ordinary stock remained active 
and has changed hands up to 60 at the 
time of writing. Costa Rica ordinary 
stock changed hands around 83, and 
Chilean Northern 5 per cent debentures 
up to 25. Guayaquil & Quito 5 per cent 
bonds were dealt in up to 37. 

Among Indian stocks, Barsi was 119 and 
West of India Portuguese 96. 


Bridges for Old,’ by Mr. W. H. 
Weston, Western Region, British 
Railways. 
Nyasaland Railways 34 per cent deben- 


tures held firm at 744. Emu Bay Railway 
45 per cent debentures were 54}. 

Taltal Railway shares were 15s. and San 
Paulo ordinary units 5s. 6d. Mexican 
Central “A” debentures remained active 
but at 823 failed to hold best levels. 

Road transport shares continued to be 
held firmly in view of their good dividend 
records and expectations that dividends 
should be held at last year’s rates. West 
Riding were 34s. 6d., Southdown 32s, and 
Lancashire Transport Sls. 6d. East Kent 
were 26s. 3d., Devon General 28s, Rhondda 
Transport 26s. 6d. and Ribble 37s. 6d. 
B.E.T. 5s. deferred units showed activity 
around 29s. 3d. 

Engineering shares have been rather 
quiet, though movements on balance were 
mostly in favour of holders. In this sec- 
tion of markets there continues to be a 
general tendency to await the first of the 
big steel issues. If steel shares are issued 
at prices showing a yield of around 6} per 
cent there will be little disposition to 
switch from engineering shares into the 
steel shares. But yields of 7 per cent or 
over would be attractive and probably 
lead to selling of engineering shares to 
take up steel shares. It is realised, how- 
ever, that the yield basis on which the 
steel shares are issued will vary according 
to the financial position and dividend out- 
look for the various companies. 

The market is still without news whether 
Vickers and Cammell Laird are negotiating 
with the Iron and Steel Holding and 
Realisation Agency for the reacquisition of 
English Steel, nor whether Guest Keen are 
negotiating for the repurchase of their 
former steel interests. John Brown have 
not intimated whether they wish to take 
over their former steel holdings: the forth- 
coming annual report and chairman’s 
speech will probably give news on this 
point. 

Among shares of locomotive builders 
and engineers, Beyer Peacock strengthened 
to 34s., Charles Roberts 5s. shares were 
16s. 44d.xd, Birmingham Carriage 28s. 44d., 
Hurst Nelson 41s. and North British Loco- 
motive 12s. 9d. Central Wagon 10s. shares 
changed hands up to 17s. 44d., Vulcan 
Foundry were 20s. 3d., Gloucester Wagon 
10s. shares 12s. 9d. and Wagon Repairs 5s. 
shares 13s. 44d. 
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